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The St. Clair Tunnel 


The St. Clair Tunnel has now passed beyond the ex- 
perimental stage and there is no longerany doubt of its 
successful completion. The excavation is done and the 
iron liningin. The work which remains is to complete 
the open cuttings for the approaches, to put in the 
brick lining, floor system and track, and build the ma- 











its originality and by the speed and success with which 
it has been carried on, isa monument to the men who 
planned it and have done it. We shall speak of the his- 
tory and organization of the work, its dimensions, the 
material in which it was done and the manner of doing it. 

The shortest route of the Grand Trunk from deep 
water to Chicago and to Lake Michigan ports crosses the 
St. Clair River from Point Edward to Fort Gratiot, 61 
miles above Detroit. By this route it is 887 miles from 
Montreal to Chicago and 1,134 miles from Portland to 
Chicago, all by the Grand Trunk lines. By the southern 
route, crossing the river at Detroit, the distance is 
greater, and the traffic between Chicago and Detroit 
must either pass over the Wabash or make a détour 
to the northward by Durand, still further increasing the 
distap~e. For these reasons, if for no others, the main 








and in 1883, at his request, Mr. Walter Shanley made an 
examination and reported in favor 6f a tunnel. 

In 186 the St. Clair Tunnel Co. was formed, with Sir 
Joseph Hickson as President, Mr. L. J. Sargeant, Traffic 
Manager, Grand Trunk, as Vice-President, and other 
Grand Trunk officers in the directory. Mr. Joseph Hob- 
son, Chief Engineer Great Western Division, Grand 
Trunk, was chosen Chief Engineer. Borings had shown 
a stratum of soft blue clay throughout the whole course 
of the tunnel, with pockets of gravel and quicksand and 
more or less boulders. The greatest depth of water is 
40.47 ft., and the clay is about 50 ft. deep; below this is 
rock. Above the clay lies sand and gravel 5 to 25 ft. 
thick ; the lowest dip of the gravel stratum being 48.4 
ft. below the water level. Pockets godown much deeper 
intothe clay. Thetop of the rock is 85 to 90 ft. below 





THE ST. CLAIR TUNNEL—VIEW OF BACK OF SHIELD, FROM A PHOTOGRAPH. 


sonry of the portals. All of this is mere detail, which 
can now be pushed with great rapidity. The actual 
boring of the tunnel was begun with grave apprehen- 
sion and carried on with constant anxiety. The work 
was largely experimental and almost unprecedented, for 
although the City & Southwark Tunnel in London was 
under way, it was but about half the diameter of the St. 
Clair Tunnel. Nothing of anything like the magnitude 
had ever been done by the same method, and the limited 
experience with the method could indicate neither the 
emergencies which might arise nor the means of meeting 
them. The work, being so experimental, was prosecuted 
with great caution, and that is why the open cuttings 
are not so far advanced as the tunnel itself. It was con- 
sidered prudent not to put into the venture any more 
money than was absolutely necessary until its success 
was certain. Now success is certain, and the whole 
work will at once be pushed to completion. 

It is our purpose to describe briefly a work which, by 


crossing of the Grand Trunk is at the south end of Lake 
Huron rather than at Detroit. The heaviest of its traf- 
fic now goes that way, and it is expected that on the 
completion of the tunnel much of the traffic now cross- 
ing at Detroit will’ be diverted to Port Huron and 
Sarnia. 

Crossing by ferry is costly and slow. Thestream is one- 
half to three-fourths of a mile wide, the current is six to 
eight miles an hour, and in the winter there is much 
trouble from running ice. The project of constructing a 
tunnel has been more or less agitated for many 
years. 

Probably it would be impossible to allot accurately to 
several individuals their proper share of credit for the 
conception, organization and financial arrangement. In 
1880 Sir Henry Tyler suggested a tunnel between Point 
Edward and Fort Gratiot, and since that time the mat- 





ter has been more or less discussed. Sir Joseph Hickson 
was also one of the first to seriously press the scheme, 


the water level. It was decided to drive the tunnel 
through the blue clay, and the top of it is 57 ft. below 
the water level at the lowest dip in the grade. 

The site chosen is just below Sarnia and Port Huron 
and about three miles below the present ferries. The line 
is almost due east and west. The excavation consists 
of an open cutting on the American side of 2,500 ft., the 
turnel, 6,000 ft.,and an open cutting on the Canadian 
side of 3,100 ft., or 11,600 ft. in all. Of the tunnel 2,290 ft. 
is under the river, 1,994 ft. from the river to the cutting 
on the Canadian side and 1,716 on the American side. 
The gradients are shown on the profile herewith, viz., 
2 per cent. at either end for 1,900 and 2,400 ft. and one- 
tenth of 1 per cent. for 1,700 ft. 

In 1888 work was begun by sinking shafts on both 
sides at the river edge, from which to drive the headings. 
On the American side the shaft was sunk 58 ft. and on 
the Canadian side 98 ft. “Both were then abandoned. 





The skin friction of the tough clay on the American side 
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e! f tl vlinder, and on the Cana- | 
me pre re deformed the eyiiadier, | 
. i the bottom, and collapse of the 


Then it was decided 


ifts a work from open cuttings, 
igs. In January, 1889, the cuttings 

11, 1880, ft shield was started from | 
ind Sept. 2 1880, from the Canadian 

ah, ul tion was made between 
Aug. 30 the shields met. In just a| 

id been excavated and lined; 


n removed. The table 
onths in feet of tunnel 


( adian American 
t nd end | 
53 ft 
114.50 * | 
Ww ft. ¢ 153.70 ** 
169.45 °° 126.75 * 
187.50 ° 225.50 ** 
217.40 ** 266.91 
92.35 277.50 * 
16.08 * 273.67 “* 
92.50 “* 203.63 * 
we 182.20 ** 
97 P 355.54 ** 
236. 83 354.46 
1.3 * 382.30 
1.05 * 414.10 


innel until the river 

He n each side a diaphragm was 
ka-n the work under the river 
rhe pressure was at first 

tmospheric, and at the 
ntervals much greater 
» as much as 40 Ibs., at 
re ‘ yoplete air- compressing 
by the Ingersoll-Sergeant 
altogether of four, class 

Sergeant air compressors, 

ler um. x Zin. stroke; six 
boilers and two 80 horse 

18 in. diam. x 144 in. 

he automatic regulation, 

s pt uniform, and the en- 
sumption of air diminish 

ng used to keep the en 





little difficulty, but 
xiet ad when, in 
seemea in doubt rhes« 
sand or gravel were en 
t the river bottom. 
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fliciently arrested by 


enough pressure to be 


e shield was carried on 
\t times something of the | 

because of the extreme 

urce of trouble was in 

These could not be 

the tunnel, and had to 

ga fea Mr. Hobson tried to get 





y emically the presence, 
es, of plosive gas, but found none. 
pon the indication of the 


excavation in this tun- 

general terms rhe ex 

elds, forced forward by 

were at once followed 

‘ ron lining of the tunnel. The 
es. land 5 and wi!!l be described 
the men worked, cutting 

ving it back, when it was taken 
kers” and run off in small cars. These 
by es in the compressed air 

was found that horses could 

fhe men worked night |} 

1 rule suffered no last- 

compressed air. There 

3 fror fYects, and several cases of 
he characteristic affection 

ends.” Occasionally a mule also suf- 
Che shields were forced forward 
there were 24 to each shield, 

125 tons each, ora total of 3,000 tons 
The greatest power ever used was 1,800 





ally 1,200 1 1,500 tons was sufficient. 
ere designed by Mr. Hobson, and were 
n, Ont., by the Hamilton Tool Manufac- 
plates imported from the United States, 


machinery was made by Messrs. Wat- 
of New York City, and the illustrations 
f irt of the work are from draw- 


randa furnished by them. Messrs. Wat 
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he old firm name of E. Lyon & Co., 
yu the hydraulic parts of the original 
vhich was used in the excavation of the 


tic railroad built under Broadway, New 
he year 1868. Since that time the same firm 

ants of the same form in its essential 
irious works, but nothing of the magni- 


Clair Tunne! plant, which also is novel in 

feature by which the ram is withdrawn 
with the finished part of the tunnel. 

f building the tunnel, using the cast iron 

ucking from which the shields are forced 

e rams, necessitated putting the rams as 

ble to the exterior circumference of the 
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that reason, especially, steel was adopted as the} & Simms engines were installed at each end of the 
terial for the cylinders, and a steel collar was placed | tunnel 
he head of the ram to take the entire thrust on one \ cross-sect f the completed tunnel is shown 
de of the axis of the ram. This arrangement is shown | fig. 2. It} w be lined with brick and cement to 
g. 6. For the same reason the yokes of the cylinders | line a few inches above the centre line, This is simpl) 
ere cut off close, as shown. to cover the flanges and bolts and give a smooth interio1 
order that the cylinders might be easily re-| for better security in case of derailment or other acci 
ked, without inconvenience, the ram head was} d ( ng W forced out through holes left ir 
ewed on the ram and attached to it by a screw, not ng t llany space left between the lining and 
wh in the engraving; and a gland for holding the | t 
king in place was attached to the cylinder by copper | he to be 100 lbs. per yard, laid on squared ti 
this metal being used to prevent the nuts becom” | 8 14 The ties rest on four 12 
tixed. ‘The return cylinders were attached, as shown; d outside the rails are 12 in. LO in 
. yoke, bolted at the back end of the cylinder, with a | el he portals will be of handsome asl 
nd with packing in the end of the cylinder, and also ! " circular in form and 20 ft 
on the yoke. a t 
ach jack could be operated independently of all the | gh this tunnel will be very heavy for 
iers. This feature made it possible to drive the shield | a ‘ \t the outset there will be about 
rrrect line. If the resistance was less on one part of ul usses, including heavy freights 
circumference than elsewhere, or if it was desired to 2 pe , wr 105.6 ft. per mile. It is not 
unge the direction of the shield, one or mere of the| im I it of the capacity of the tunn 
ms could be cut out, or the force exerted by them could | wi ; nat years; but it was found 
e reduced at will. The pumps used for driving the rams | ca s that two single-track tunnels wot 
vere 12-in. cylinder, duplex pumps, with l-in. pistons, | ne d é ack, as in this methoc 
ide by Watson & Stillman, after their own lesigas, | ni 3 ses very rapidly with 
the pumps being placed at the mouth of the tunnel, and | be operated by decapod, tank 
the water conveyed to the shield through 1'-in. h are now building at the 
pipe. \ se were described in the / td 
\t the back end of the shield were placed three swiv« 2 633. They have 22-in = 
ints, made as shown in the cuts, which worked very und will weigh in work 
isily, and without allowing leakage, at 5,000 Ibs. press yurn anthracite coal or . 
, and which are believed by the makers to be more | an ito ha 60 tons on the two per cer 
uccessful in operation than any others that they have | grad 
ever known of. These have between them hall I entilated by two Root blower i 
ngths of pipe, so that asthe tunnel is advanced one | it. p minute capacity each, which are now 
full léngth after another can be placed in the line. Fol io Probably it will be light 
owinz in the line of pipe beyond the swivel joints ar: r plant now installed for 
placed valves as shown, which have the side holes fo mstre ing of ample capacity. 
nnecting the various cylinders placed at a correct angle | rainage } nsists of a compound, vet 
) make straight connections, each valve having two stop mm D 1 engine with double-a g 
ilves, one of them having its seat below the connecting fi } vater cylinders are placed at the 
e of pipe,so that a stream of water can be forced p 2 w the steam cylinders The 
round the circumference without being driven into any | q ul ty of . g is 5,000,000 gallons. TI 
f the cylinders, if the cock is closed. Above this seat is me yr sh d be comparat 
made a connection with the return cylinder, so that this | y \ rtight. It will be pun 
is entirely automatic. (See fig. 6.) The other cock shown | Canad end, toward which the tunne 
us a seat below the connection, leading to the pipe of Jon ona f 1 addition to this perma 
the large cylinder and opening into a 1'y-in. line of pipe } pun pla .. Worthington furnished 
rthe waste water, which also encircles the tunnel in lu ng cons . ur w service pumps of larg 
ide of the line of cylinders. These cylinders are 24 i: if 
umber in each shield, and with a power of 125 tons each, he me xd of keeping the shields in line as tl 
iiaking a total of 3,000 tons working pressure. The by wressed is sting and its efficiency isshow 
pass or passage, shown in the ram, prevents the motion bY the facts i were never more than in 
of the ram being so great as to allow the head of the] of line, and there was practically no variation when tl 
return cylinder to come into contact with the yoke and | shields met rhe udopted wasas follows: Ob 
break the return piston, or crush the yoke. sel ne the position of each shield 
we have said above, the shields were designed b y were made dai It was impracticable to get two 
Hobson. He had practically no precedents, the only points in the line of tl " f the shield. The point 
wings which he could get being the small diagrams | observed was the centr the back face, and observa 
en in_Drinker's “Tunneling.” The construction is} tions were made to see that this face wasat right angles 
ell shown in fig. 1 and the perspective view. The | 5 f There was no serious difficulty 
plates are steel, lin. thick. The exterior diameter is 21 | is exten 9 e line before the bulkheads were | ! 
ft. 6in, and the cylinder is braced by five diaphragms th ipal trout eing in the condensation of 
diviling it into 12 cells. In front the shield has eut-|} ure in the larg im of air brought in for ventil I 
ting edges, and at the back it prolonged 4 ft. to | lr} ists a ‘ ume so dense that it was neces 
cover the lining of the tunnel. It will be seen that| sary t [ s for about an hour befor 
two doors are provided through which the excavated | each obs¢ é To carry the line through 
material was passed back to the cars on which it was | he bulkheads, a f the compressed air char 
hauled out, These cars were lifted bodily by derricks | bers ust iron e 12 in diameter was put in ea 
and dumped on the cars which hauled the material | bu th re line of the tunnel At each end 
iway. The derricks which handled all the material | of t! was stable diaphragm with fine Ss 
were worked by Lidgerwood winding engines. wires e ends of this tube were fitted with hinged dead 
Che stroke of the hydraulic rams was 26 ip.; in prac- |} ligh provided v ast iron covers for their protection 
ice the shields were driven forward at each stroke far | when the wa tin use. When observations for 
iough to admit one ring of the tunnel lining, which is p ere en the iron cap at each end was 
in. wide, remo h lea ght was opened, and a sti 
Che tunnel is lined throughout with cast iron, This | lect: ig d sideof the dead light inside of the 
ling is shown in seetion in fig. 2. J+ is 21 ft. outside | compressed air chamber, to illuminate the cross wires in 
ameter. Each ring is 184% in. long, measured on the the diaphragms in t tube. Observations were then made 
ie of the tunnel, and is made up of 13 segments] to as 1in the pos ms of these cross wires which 
ind a key piece dropped in on the top of the circle. | were adjusted, if necessary, by means of a transit placed 
Mach segment is 4 ft. 11]2 in. long on the outside} outside of the compressed air chamber. The outer dead 
f the curve, 184f in. wide and 2 in. thick. It has| light wa en Se ind an electric light suspended 
flanges all around 7 in. deep. The circumferential | clos nd outs f it, and the transit was moved 
flanges are 314 in. thick at the base and 2% in. at the! inside of the my sed air chamber and put precisely 
point. The longitudinal flanges are 3 in. thick at in line with the « ss hairs in the iron pipe, opening first 
he base and 1% in. at the point. Through these] the in rdead light. In this way the centre line was 
flanges pass %-in. -olts with hexagon nutsand washers. | defin« is »ved, with great exactness. The 
On each side of the segment there are 12 bolts, and on obs¢ itions wet ibly made on the naked wires in 
each end four. Each segment weighed about 1,050 lbs., | the ibe to avoid e distortion of the line, which uld 
ii the total weight of the cast-iron in the tunnel is ive resulted ft ghtiug through the g id 
tbout 27,000 tons. The segments were all planed on the | lights The lev aarried through the ai 
. heated, and, while hot, dipped in liquid asphalt. \ e tunnel would be incomplete th 
in the joints between the segments were placed strips of | a me? n of the men who built it.-To Mr. Joseph 
wood, ,',-in. thick, also dipped in asphalt. It was against | Hobso1 s the credit which follows from a great 
this cast iron lining that the rams thrust in moving the} ar rig vO! essfully done The whole design 
shields forward. lis } ' nd in most of the details. The mer 
The crane for putting these segments in place is} ber f his staff m special credit belongs are Mr 
shown in position on the back of the shield in the per-| T. E. Hillman, | Assistant Engineer; Mr. M. § 
pective view, and also in some detail in fig. 4 It hardly | Blaiklock, Second Assistant Engineer; Mr. J. T. Eames 
requires explanation. It will be seen that it swings on | Mec! S dent, and Mr. Thomas Murphy 
a shaft in the centre of the shield and is counter| Superintendent of Excavation. Mr. Hillman had charg: 
weighted, By suitable gearing the segment is swung | of the s S ng out of the work and of lining 
up tothe place that it is to occupy and then thrust out the ields as rk progressed. The method and 
hy the bevel gear and screw shown in fig. 4. success of that part of the operation have been described 
wo complete electric light plants run by Armington | above 
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I hirds of the castings for the lining were furnis] 
y Michigan Car Co., of Detroit, Mich., and 
hird from the Grand Trunk shops at Hamilt 
r} castings were excellent, and were delive 
| nptly according to the contract, so that there wa 
delay from this source, as there might well have he 
when the great quantity of this material is conside: 
he planers for planing the ends of these cast iron 
ents were furnishe yy Messrs. Manning, Maxwe 
we, of New York 
he imated cost of the tunnel complete was $3,(h 
0, b it is now thought that the st will be less 
hat it will exceed $2,500,000 
\ e have written will enable the reader to 
in intelligent idea of this great work as a whole ) 
s one which should be made the ubject of ar x! 
tive monograph as a nov ind important examy 
successful subagqueous tunneling 
The Hudson River Tunnel 
k is being rapidly pushed on the Hudson R 
el from th New Je ey shore ind before | 
be resumed ithe New York de also. The pr 
ent condition The New York excavation | 
been carried out 150 fft., or abot 80 ft. beyond tl 
bulkbead line. O he New Jersey side the tunnel 
yut 2.270 ft., of which 2,050 ft. is the old work | 
with 2 ft. of bri work, and there is 220ft. of nm 
work lined with cast ir In the old work t 
some Variations ft rue ynimel due to moveme 
of brickwork, et« “ the ew methods and 
ron linings the alignme i rue 
The sections used for ning are lyin. thick, wv 
flanges 8 in. dee] nd are 1. wide in the directior 
th ine of the innel r} ar lted together by 
n. bolts space s yar The shield used for ad 
ng is equipped th 16, 5-in. hydraulic rams, working 
inder a pressurt f 3,300 lbs. per square inch, gi 
total of 1,326 net tons on the shield. This was f 
shown in the uly i ¢ tte, March 14, 1890 
In the headings the me ire at present working 
»s. of air pressure per square inch, though as hig! 
1) Ibs. has been in use The tun is lighted by « 
ty under Saw yer-Mal and the 
re giving per u ) 
No difficulty w te <perienced from water 
g into the wor ys: in fact, tl innel is so dry 
ulies have walked é k in street cost 
ind with no spe I | m what r. 
he work is be lo ) ngle track 
nly, which, iti D A t npleted in a 
wo vears. lr be tl rs hole under ther 
ind the second 1¢1 W commenced as soon as 
s lone 
Recent Rail Joints. 
At the late « ent f tl Ro nasters in Ds 
five rail joints were sel i for trialin track. The 
the Weber. made t Weber Railway Joint M 
facturing Co., New Y« the Fisher “ Bridge” J 
made by the Fi rR J nt Works Trenton, N 
he Long Truss it, made by the Long Truss Rail J 
Co Chicago { Double Angle or ; 
[Truss Joint, 1 le by the ¢ H Dunham |! 
way Equipment Chicago, Ll the Continuous 
Joint, made by McConway & Torley Co., Pittsbu 
Pa All of thes Webs hav been show! 
these pages The We yw illustrated for the st 
time. We al show the Long. because it is aj 
which is not yet we nown, and the Continuous, 
cause we have! er b I ill rated it in its lat 
form. The Fis ind the Cloud joints are now 
known to near 1ilroad men who are intereste« 
this matte 
HE WEBER JOIN 
The Weber joi: has been in actual service for a! 
two years. The trials of it in track have been on é 
New York, Haven & Hartford and the Cent: { 
New Jersey, and so far as we can learn they have ! 
very satisfactory In fact, Roadmasters who have 
personal experience with the joint speak of it as, t 
all around, the best they have ever tried, 
The construction of the joint is clearly apparent 
the illustrations. The splice plates and the foot plate ar 
of steel, 10tol5carbon. The dimensions are shown. f 
foot plate is of in. steel, with two slots for spiking S 
shown in the plan rhe spikes on the outside are tur I 
and driven with the back of the head against the p 
Che bolts are in.. with a shoulder under the head to 
conform to the elliptical bolt holes in the inside s} 


The wooden cushion shown extends the length ol 


| joint and is used principally to deaden the noise. 

nut locks are used, as the spring of the plate is thoug' 
to be sufficient for this purpose. The joint co! 8, 
therefore, of four principal pieces and four bolts d 
nuts. 

It is a suspended joint, 24 in, long, covering two te, 
and can be made shorter and supported. The depress!o? 
is ©. in. below the rail base, and to get this room the ties 
may be adzed, or put so much lower in the ba =“ 
Probably the latter course will be that generally ' 
lowed. 

The joint certainly has points of much {merit. sa 

0 


\ juint applied to a 76-Ib. Centra 
at the Watertown arsenal up 


strength is great. 


New Jersey rail tested 
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100 Ibs hown in the engraving This joint was 
I la letroit at the Roadmasters’ Convention. 
test are enin a table now before 


1000 Ibs. load up to 10,000 Ibs., and for each 


y } 200.000 lbs The report is signed by Col. 

ndant of the arsenal, and Mr. J. E. How 

\ dense the table below. The points of sup 

Sin part; and the load was applied at the 
between the rail ends. 














Deflect neb Set, inch 
o10g 
(287 
61 (G45 
a) O17 
si (M74 
. 0514 F 
. O*G2 reé t t y 
OOS OO42 
et me ired in the length of 24 in : 
was .08 j (| 
easily appli 4s all trackmen know, it | +7 { 
it the joint should not be a hindrance in tam PLal| L t x 
sin old track, especially on lines with ed wn ea 
is desirable that a string of rails, with } ; , 
nto place between trains ™ + ‘ 
BS eee mae a } 
innot be done, as the ties 
prepared for the joints. The depres tr } E 
joint, being but * in. below the base 
been f admit of putting in new «+ 
e w us with angle splices, without | 
joint ti advance. This feature of } : | 
int that loes not sink deep in the bal . 1} 4 j 
way. It is now the - yr 
ecoming evalent, practice to bring Side Elevation of Channel S} € iP 
the leve the » ties c coc c r 
} , f th top of the tic and THE WEBER RAIL J NT 
this elt r beyond the ends of the 
levela pocket is formed “Be 





ES i ee ae rele we 7 rr sti toa oil a a a ie ee 
ill collect, and then the 


be pounded to pieces in detail. At least nd ee —— EEE A 
he result instances that we know of. P ——E - _ j 1 
— - } i 
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which extet into the ballast interferes j 
ire ve f it is not itself destroyed. } y ) 
1 further advantage of the Weber s = - ‘ i 
ingle splice principle the| ' * / — Y f 
= ee ee > 
I satt t can be preserved, and 
‘ 
i 11d | 
‘ . ,1L JOINT ’ . \ AAj 
1 been bef public for three years, SY 
tensiv d and, as we understand, ’ 
result It v seen that it consists es " T 
| 
ump applied to the ordinary angle splice. he 
1 wedge a and is held by a powerful | Bijjdel 24 
—_--—- 5 } r = al —~ 








ameter I action of the clamp ‘is to — LJ ; 


; nds always the same level, thus making ~ ~ au & 2, - > 1 





tinuous ra Che joint itself has no bear — wr ; = ST oe hes! 
he angi ces not being carried down 

a cl own in the section and the 
secur the action of the rails is, it is 





i a —_ SS _. — on Mthngecat ua; 
th sa it the Joints as in any other er = , “ 


ot} The nt is shown here with a nut 7 ] yr | CPS om : F 
- . in a a eee = ed 
vo bolts, and with the Verona washer on ancntnantill ‘ . =_— ——n j am 4 os and = 


—? 2 






































On the latter a jam nut is now recom 2 = - Pitti s 
is an advantage for placing the angle | - 
grered p tion shown that the joint is} | } 
wheels without shock,a result which; “QW 
rimed get by making the splices thinner ing that it wants more as soon as they can be furriished 
an at the middle, It will be noticed wid Mr. I. Burnett, Rail Inspector for the Illinois Steel Co 
of the joint that it —- be mer with General Roadmaster Brown, of the Flint & Pere 
arge nu therwise its simplicity anc os ad 787 ict 7 » that aA nd foun 
the ordinary splices poser it. rary ay dare, as nen gege ae ser aoa 1, : = 
ymmend that the clamp should not be} were used, These joints were put in in Ju 820 and 
fterafew days use ot the angle aplices | Mr. Burnett's statement was made Sept. 17, 1890 
whole, this is a joint from which one | It is now proposed to push this joint actively, and it 
g ts. Weare informed that t will not be long before more data will be availabk 
ens results; — ge — ame . which to base an intelligent opinion of its merit 
| no battered rail ends, but that after f Cloud ioint we shall hav mething » sav in 
servic under heavy traffic the rails THE CONTINUOUS RAIL JOINT oe ynadis 
worn equally throughout their entire == eendins . 
If 
convention a pair of rail ends was | 
been in service on the Manhattan Ele 
irs, and the ends were worn down \ in. i 
Continuous ts was put on and the rails | il 
» perfect rface at the joint in one year. | _ 
ur joint was subjected to the passage of i 
s in the yea 
THE LON RUSS JOINT. ' 4 
of th int is clearly shown in the | 
of the idea of supporting | 
from beneath the flange by a structure | 
han a simple mass of metal. It has two] 
nlices, desig i merely to hold the rails in | \ 
p the flang lose contact with the base 1 ' — 
» not touch the head of the rail. The base | / 
w, Tig in. wide, and % in. thick under | OQ) = Py 
trussed as shown. | i i} | — 
s been two or three years before the rail- aa a a y = ") 
for various reasons, principally because | f 
fits inventor, it has not been vigorously x 
er, 9,089 j« ts of this pattern were put a Un mE 4 ad - - a 


ween April 1 and the end of June, 1889. 
putin on the Chicago & Northwestern, the 

& Ohio, the Chicago, Burlington & Quincy, the 
Péire Marquette, the Rock Island, the Chicago, 
Minneapolis & Omaha, and the Pennsylvania 
Northwestern has found the joint so promis THE LONG TRUSS RAIL NT 
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a future issue, as we expect soon to get 
service in track. The Fisher joint is too well known to 
need description. It has been used for years, and those 
who wish to know what results it has given can easily 
get fullinformation. On the Fitchburg and the Man 
hattan Elevated, especially, it has had extensive and 
severe trial and is still used. 


Gontributions. 


Merit vs- Seniority. 





lo THE EDITOR OF THE RAILROAD GAZETTE : 
New York, Sept. 11, 1890, 
In the recent strike on the New York Central one 
the charges made against the company was that no at 
tention is paid to the “civil service system” in filling 
vacancies, and that promotions are made without re 
gard to seniority of service. 


seems to me, is one deserving more than passing notice 


ranks, and even in important official capacities, accord 
ing to seniority cf service, has become such an estab 
lished practice on most roads that it is a question 
whether too much importance is not laid, especially 
among the employés themselves, upon time of service 
alone, at the expense of special fitness for a given place. 
Promotion, according to seniority of service, may be 
the most just system for the majority of employes, but 
is the system always the best for the company itself? | 
doubt it. It would be, if all employ¢s were of the same 
relative degree of intelligence at the outset, and all put 


telligent and efficient employs; but from the very 
nature of circumstances this cannot be, and some 
bound to make themselves much more capable, and cor- 
respondingly more valuable to the company, than thei: 
associates; that is, capable of doinga higher class of 
work, and thisin a much shorter time than others. 
Shall the fact that these men are younger in the service 
of the company bea millstone around their necks to 
hold them down and back for their turn, according 
seniority of service? Shall the men who work ail day 
and possibly half of the night, to make themselves ex 
perts, be bound up under the same rule that 
those who choose to do the opposite’? It seems some- 
what against our American idea of advancement on in 
dividual merit and smacks something of the trade union 
principle of putting every man, good, bad or indifferent, 
on the same general footing. 

It is a fact that there are constantly large numbers of 

men in the railroad service who, having a knowledge of 
their own capacity, are seeking employment elsewhere, 
reason of the failure of the roads, under a strict 
seniority system, to properly utilize them. Heads of de 
partments have to meet this question very frequently. 
These officers know, and perhaps acknowledge to the 
employé, that they recognize his capacity and would 
regret to see him leave the service, but how can they 
retain him? The man’s salary cannot be increased in his 
present capacity, because that is already established, 
and is as unchangeable, in an upward direction, as the 
laws of the Medes and Persians. Neither can the man 
be promoted to some other position paying a few more 
dollars per month, because there are other employés 
who would claim the position by reason of seniority of 
service. The man leaves, and his place has to be filled 
by some one less competent, because less experienced. 
Is this business, and cana railroad afford to lose good 
men in this way? Would any successful business house 
be willing to adhere to this rule, or cana railroad be 
justly censured for recognizing individual merit, regard 
less of time of service, provided that in so doing an ex- 
ceptionally good man is retained in its service? 

It may be argued that the absence of a strict seniority 
system at once opens the door to favoritism, without 
due regard to capacity; but this in not necessarily so, 
and the officer who makes a practice of recognizing any- 
thing but ability alone always finds, sooner or later 
that he has loaded himself down with a burden that 
results in his own downfall; and the great majority of 
railroad officers have too keen a sense of their respon- 
sibility to the company, and toward the employés them 
selves, to commit any serious injustice in this direction. 

Would it not kindle a sharper spirit of rivalry among 
the menif it were thoroughly understood that their 
advancement depended entirely on individual merit, as 
against time of service alone, unless this service be 
coupled with corresponding ability? Without advocat 
ing either system, I simply bring these questions up, as 
to which is the most desirable practice, and which is 
likely to give the best results, viz.: Promotion by time 
of service, or recognition of individual merit alone ? 

W. W.S. 
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Radial Stay and Belpaire Boilers. 


ROANOKE, Va., Sept. 10, 1890. 
lo THE EDITOR OF THE RAILROAD GAZETTE: 
It was with much interest that I saw the question of 
“Radial Stay” versus “ Belpaire ” fire boxes brought up 
in your journal Aug. 1, 1890, and I expected every issne 
to see some one come forward with an analysis of the 
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reports of its | 


strains generally, this side of the subject seems to have | 


: | sketch 


of | 


Whether this charge be true or not, the principle, it| 


The custom of promoting men of all grades, in the; 


forth the same degree of effort to make themselves in- | 


to} 
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of boxes. But with the exception of a curt mention of} Buildings and Structures of American Railroads, 


been dropped entirely. It may be all wrong, but the fol- No. 4.—DWELLING HOUSES FOR EMPLOYES 
|lowing is the way I look at it, and several locomotive 
with it, submit 
matter to you for publication if you think it worth while 
| Take the cross 


The 


WALTER G. 
Special dwelling houses have frequently to be built 


BERG, 


men have agreed me about so I the 


| 
} BY 
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| railroad companies for the use of their employés, wh 


section of a radial stay box asin t , _ 
‘ ever their roads pass through sparsely settled distr 
inner and outer boxes are riveted fast at 


the mud ring. 


| 
| 
=, 
| ; Y 


~ stays converts the inner} 
| 


or where, for other reasons, it is desirable to haves 


From 


men live at certain localities selected by the rail 
the arrangement of . 2 
company Apartments for the accommodation of wel 


























and outer sheets in a rigid | 
Li arch, perfectly immov able. | 
7 4 Now consider for a minute = 
\] the state of affairs when | 
the boiler is full of cool or 
cold water and a fire is ‘ = 
r// built in the fire box. Th: atti = 
| ‘+ outer sheet stays cold f — 
some time after the | = 
| in the box has brought the —- 
} inner sheet to a high 
| | i : | temperature; where is tl . 
? ’ : vertical expansion to go 
to? | unnot go down, on account of the mud ring. It . 
anual up, on account of the “arch.” Result ; the ire frequently furnished in the depot buildings, a1 
| vertical side sheets are put under an immense compres trackmen are given “section houses” to live in 
| sive strain. Consequences; side sheets buckle or pocket there are numerous other employés to be provided f 
lin between stay bolts ften erroneously attributed to especially St pomts where hops or junction station 
mud. It is true the presence of a coating of scale will are located at some distance from settlements. 
| help matters veey aaneh be anabiiek Uae fire box chest to While the prin iples governing the lesign of a dwe 
take a higher temperature and become softer. Of course | '™ for railroad men do not differ from those for ot} 
|} the expansion of the fire box longitudinally is not cor ree 
| sidered here, as it is the same in both cases. 1 
| Now consider the section of a Belpaire fire box i: f ae : ea & 
eae ieren Get the inside fire box as hot as you plea : 
and keep the outside sheets cold, and still no serious 
strains ire pr Mluced 
cause when the inner fir ie. —" 
| box wants to expand vet 
tically it eam a so, as by | Ben # 
the dotted lines. The flat i ‘ _ ! 
| upper sheet is usually pao | 
provided wit large : 
| round yrners i i 
| These will <a) y ) ; | 
the upward push by bend \ . “ 
ing, witl producing \ 
any destructive trains } ' 
on any other part ol the j i J persons under sin ynditions, it will prove interes 
boiler Of course the ing to present a few standard designs for dwelling 
amount of this expansion | houses as actually adopted and in use on several ra 
and rise isnot as much as } roads at the present time. There is considerable ma 
shown on the sketch, but | | rial to select from, but, as the subject is not distinct 
it is appreciable and has . j LJ railroad specialty, it does not warrant devoting 


been meas i by more than one person with this idea in | much space to 

view. The back head of all locomotive boilers is usially A cottage in use on the Northern Pacific system 
made flat, and I believe this takes care of the long signed by Mr, ¢ B. Talbot) illustrates the practice 
dinal expansion above the mud ring in the same w Northwestern roads Designs for cottages of tl 


Of course, it is hardly necessary to mention that the fire | Chesapeake & Ohio (designed by Mr. H. Jacob. engineet 


and heat are usually above the mud ring by the dept! gnd architecc, Richmond, \ a, and plans of a dwe 

of the grates and grate bears, so that the expansion | or section house on the Atchison. Topeka & Santa 

strains are not as heavy at the mud ring as they othe Railroad, will serve to present the practice on Souths 

wise would be At the same time, how common are | systems. 

leaks at the corners around the mud ring, and may the The following descriptions « t number of buildings 

not be due to this cause, more or less? ire presented as ustrative of the subject under 
Experien isa good teacher, and in support of the | cussion. 

above the following may be of interest. A well-known | Agent's Dwelling, Northe Pacific Railroad System. 

Southern road, that has made no inconsiderable progress The standard plan for an agent's dwelling of the Spoka1 


24 
h have been in constant service 
They had 
has had a new 


in the last decade, boughtearly in 1882 fourteen 19 in. 





in. ten-wheel engines, w 





ever since, and in the hardest kind of service. 
‘** Belpaire” fire boxes. Not one of them 

















fire box yet, nor are any of them in immediate need of 

this. In 1883 the same road bought ten 20 in 24 in. con 

solidation engines, and in 1884 bought nine more of this | 

class, with radial stay boilers, same materials used, | 

designs by best makers in the United States, engines | 

same service, using same water, handled by same men. 3 d 
Eighteen of these engines have had new boxes, and the 

nineteenth engi’ e is working on a ballast train, with her 

fire box all over patches and leaks, awaiting her turn for 

the shop. Some of these eighteen engines are already be fs 

ginning to show signs of needing renewals of fire boxes onl 
again at no very distant date. Two of them were 

burned, one by carelessness and one in a wreck, but | z 

the balance all failed by pocketing or bulging in be 

tween stays, followed by cracks, leaks, patches, plugs 

and final destruction. This same road has put in| 

service a large number of Belpaire” fire boxes since £ 

1884, and while a number of them have been burned in ‘ 
wrecks by carelessness and from mud, not one of them ' 
has failed from buckling and cracking as mentioned | 
above. Nor has the road had the same trouble with 

wagon top boilers using crown bars and sling stays. F 


Further, a broken stay on a Belpaire is a comparative | & Palouse Railway, connected with the Northern Pa¢ 


rarity, while on the radial stay boilers the three upper | Railroad system, shown in figs. 1 and 2, is designed 


rows of stays on the sides (under the heels of the arch) | Meet the conditions to be encountered in a Northé 
‘ tantly t kit O v 1 ox i 10 ,. | climate. It is a one-story, frame building, 24 ft. « 24! 

eS alidule seeaien accatel st ; 2 

ne CORE chee ee See v «| with asmall front porch and a wood-shed annex. Th: 


stays have broken all at once, like a rattling volley of | are four rooms in the house, as follows: A sitting roo! 








strains from expansion and contraction in the two types 


pistol shots, where one of these engines has been “Jay- | 11 ft. 6 a 13 ft. 6in.; a kitchen, 11 ft. 13 ft. 6 in. ; 

: ; i -o bedr S, ef 9 ft si The wo 

ing out” and the engineman has attempted to “get her ind two bedrooms, each 9 f 11 ft. 6in. The wood 
: : shed adjoins the kitchen, so that in winter fuel a 

hot” ina hurry with a big wood fire. If the above is | o‘her supplies are close at hand. 

good reasoning, I cannot see one valid reason why an The foundations are either posts set in the ground 

yr radial stay “e box s aver be i | senna’ dati “— 
other radia uy fir x should ever be py | ‘Copyright 1890, by Walter G. Berg, and condensed from 4 
» F.C, 8. 






forthcoming book on the subject, 


















































h row with five posts, or blocking, accord- | above rule is ouly applicable to trusses of varying spans 
il circumstances in each case. The sills are | which have the same ratio of depths. 
floor joists, 3 in, x 8 in., spaced 2 ft. | The ly fect method of giving a camber which 
i ‘ 2 Oo srfec . a cs > : 
12 ft. The frame is of the usual , my , ne vee 
covered on the outside with V | would exactly correspond at all points, reversely, to the 





inning 


ensions 


ng and roofed with cedar shingles on | curve of deflection would be as follows: Increase the 

rwis cecord , ‘irc at * ,_— Z 

wise, according to circumstances. The | jength of each compression member and decrease th¢ 
eathed with rough boards and battens. 


taye “1 Chesapeake & Ohio Rui way,- length of each tension member during construction by 
f om cottage of the Chesapeake 


an amo:nt equal to the elastic deformation when sub 
frame | 1 L-shaped, the main sec- 


jected to the full This method, 
theoretically, is practically objectionable for ordinary 
it 
changes, when distributed thus over all the members, for 


load, however nice 


skeleton trusses. makes too many and too minute 


| good and accurate shop practice. 


Equally good practical results can be obtained by 
assuming that the length of the pieces in one chord and 
all the posts remains unchanged and only make the 


cnanges in the remaining chord and diagonals. For ordi- 
nary spans under the usual specifications for iron rail 
road bridzes, an increase in the length of the segments 
of the top chord of \ in. for 10 ft. in 
a change in the lengths of the diagonals to correspond 


each length, and 
to the new triangles, is a good practical rule, easy of 
application, and correct for any proportion of depth to 
length of truss. Where steel or iron 





with higher strains 
than usual is employed, the above rule must be modified 
according! y 


ft with an annex for a kitchen, 16 A proper camber having been provided during the 
i an annex for a chamber, 17 ft. construction, let us consider the bridge when erected in 
tH has two verandas or porch entrances; place. It has now taken the deflection due to its own 
16 ft.; a dining room, 15 ft. 16 ft.; 2 | weight and permanent load, reducing the original cam 
101 ind a kitchen, 12 ft. 15 ft. | ber by thisamount. When the ties (of uniform thick 
has one room, 26 ft. = B® ft. ness) and rails are lace the track will have a cat 
tage of the Chesapeake & Ohio is a 1€$8) and rails are in place 1e tra a eacam 
iilding throughout, excepting a| ber equal to that of the completed bridge. To the eye 
I hen annex of the road or track master this will look “ out of sur 
y — veranda and a back face." Some few will be satisfied to let the track alone. 
} f a dining room, 15 ft. 18 ; 2 
ver. 15 ft 18 ft.: and a kitchen, 12 ft. The mezjority, however, will proceed to remove part or 
md floor has three rooms, respectively | all of this camber by notching down the ties. The genera! 
ft 16 ft. and 11 * 6 = . yer 6 ~ result is, then, an unsatisfactory track; for a perfect and 
f peka * Santa ¢ hasitroad, : - 
neka & Santa Fe Railroad has three | accurate notching of the ties to reduc e a curved line toa 
idwe g houses, known respectively | flat one, without the use of shims, is not easily obtained 


and 


of the standard plan No. 


3. In figs. 4 and 5 the | The principal purpose of giving the camber to the bridge 
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the other ‘ il he backing, bi ie leaving a space 
| of 13'4 in. between the rear of plate and rear of shell, 
| the plate metal being badly cracked and broken. The 


‘ards do not differ materi has been destroyed. If the trackmaster must have a} 
level track over his bridges, it would be better to omit | 
camber from the iron work and use full and uniform ties 
over the bridge. Likewise, if he will only allow a cer 

OT TT tain amount of camber to his bridge tracks, the bridge 
should be built to this camber, with a proper allowance 
for the dead load defiection. 

The camber of the track over a sinzle span bridge, 
when not excessive, is not objectionable to the educated | 
eye. A series of cambers or humpsin the track where 

=e there are a number of spansin succession is not pleas 


ing. 


the piers towards the centre, so that the whole struc- 


These could be avoided in many cases by raising 


ture w 
of the individual spans. Of in such the 
general camber should be based upon the camber of the 


image foam course, 


cases, 
several spans after erection, and not upon the construc 
The middle ordinate of 
this general camber would equal the middle ordinate of 





tive cam ‘er given at the shop. 








the camber of one span multiplied by the square of the 
number of spans (if equal) in the whole structure. Such 
a general camber would improve the appearance of a long 
bridge and would not any great difficulties 
Insome places the question of grades and 
render this method undesirable ; 
but some method avoiding the notching of ties should be 


involve or 
, ‘ expense. 
illustrated, except in size and minor 
ral the designs show a two-story plain, 

the outside with upright 
tens, and the whole built very cheaply 
attempt at display. 
shows a building occupying a groun 


local features might 


sheathed on 


| adopted. 


‘ 





+ ft. There is a cellar under the house. Test of Armor Plates. 
r has a living room, 12 ft. 17 ft.; two . 
h 8 ft 12 ft.: a kitche 2 ft. 4 ft., . ‘ 
. 4.. YA. BR 8-4 db bed. An official test of foreign armor plates was held at 
: t 12 ft. 17 ft Annapolis, Md., on Thursday, Sept. 18. There were three 
= plates tested—two manufactured by Schneider & Co., of 
Camber of Bridges. Creusot, France, and one by Cammell & Co., of Sheffield, 
at England. 
BY THI ORE COOPER. - a . , : 
€ tl ee besteente) Mae of « The Cammell plate was of composite steel and iron, an 
i) w i the mina f A é 4 - . . . . , . 
| hor tal lin not only is displeas iron backing with a steel face, similar to a majority of 
reai norizontai e ne ; ; ‘ ~ ~ o ae 
. ' from thé aatbetic point the plates used on the English armored vessels. The 
t the observer 0 > espe C 2 . 
: . : I Schneider plates were of two kinds—one all steel and 
ilso from the impression given of a want : od 
. : , one of steel with 4 per cent. of nickel. The plates were 
(Although the deflection of a bridge is no 


| made 8 ft. x 6 ft. and 104¢ in. thick. The gun used was a 
high-powered 6-in. rifle of 35 calibre. The projectiles 
used were of French make, by Holtzer & Co., of forged 


s strength, and it is unimportant as far as 
igth is concerned whether the structure de- 
e horizontal line or only down to the hori- 


“ee : ; steel body and chrome steel points, weighing 100 Ibs. 
m some cambered position, the impression *: : aad 
; : ee each, and 17 in. in length. The firing charge was 44; 
nind of the observer is an entirely different na aypeer : 
- , Ibs. of American powder, giving an initial velocity of 
uses. There is, of course, an increase . 


All three plates were mounted 
targets in a circular arc, each at a distance of 28 ft. from 
the muzzle of the gun. 

fired at the plates—one near each 
| corner, the centre of each plate being reserved for a final 
|shot either with the 6-in. gun or with an 8-in. gun to 


: 2,075 ft. per second. as 


1e downward effect of a rapidly moving 
»ver a track with a downward or upward 
action. It is, however, 


he centrifugal 


itr , 
Four shots were 


igner or constructor seeks to give the 
er sufficient to prevent the line of refer- 
replace it 


velow a straight line when submitted to m - . 
: ve The four shots fired at the Cammell plates were disas- 
ty. Forthis purpose itis necessary to fl : M : 4 
: trous. The first shot fired at this plate was aimed at 
bridge so that the chords will have acurve 


the lower right-hand corner. It 
the 10%¢ in. of metal and into the backing supporting the 
plate, leaving a space of ll in, between the rear of the 
plate and projectile, cracking and crushing the plate 
badly. The second shot, fired at the lower left-hand 
corner, had The plate was cracked 
clean across the bottom as a result of the 
/ond shots, and most of the steel facing was broken 
_ so that the laway. The third shot was fired at the upper right-hand 
| corner, and went clean through the plate, lodging, like 


; ‘ went clean through 
ewhat the curve due to the deflection and & 


Some engineers specify that 

be less than a certain fraction of 
This, however, makes no provision 

ig depths of different bridges of the same 
lection of bridges built to the same rolling 

i vary nearly as the square of 


ion 


not 
no 


a similar effect. 


; first and sec- 
S wti 


trains 


l inversely a 


the depth 





uld have a general camber fitting to the cambers | 








fourth shot almost finished the plate. The projectile 
penetrated the upper left-hand corner, going through 
both plate and backing, a large piece breaking off and 
imbedding itself inthe ground some 35 yards back of the 
target \s a result of the two upper shots, that portion 
ort was entirely broken up and the steel face 
rol | ken pieces were everywhere, the majority 
| g veen the target and gun, ina zes and shapes. 
rhe plate, as a whole, was now so badly broken up that 
it was deemed inadvisable fire the fifth shot for fear 
of injuring the gun by the flying pieces 

The fou I s fired at the i steel Schneider plates 
produced quite a different re t, the damage bein 
local with each hole made and with no effect » the rest 
of the plate rhe first shot was solidly imbedded in the 
lower right-hand corner of the plate, with 3 in, 
of the rear end sticking out from the fi owards the 
gun. The second shot penetrated just through the 
lower left-hand corner, and rebounding,was found lying 
uninjured just beneath the muzzle of the gun. Its 
length was shortened one-twentieth of an inch. The 
third shot, fired at the upper right-hand corner, pene 
trated the plate a unded ke the second, being 
shortened by comp msome three-twenticths of an 
inch The fourth shot, fired at the upper left-hand 
corner, had similar effect on tl piate athat of the 
other three, but it broke, the rear portion o1 rebound 
ing. 

The first ! t I ed t I he, I ‘ nf plate 
struch ‘ \ r hand U I y le clean 
through th poir king through, and the 
back end off, re il some 2 ft. to 
ward the g The se ls at tl wer left- 
hand « re penetrated I Miged in the plate, the 
rear of p ‘ e sticking it fr the plate toward the 
gun sor 2 Ie rhe 1 shot, fired at the upper 
right-t r. res l ) t same as the sec 
na " waS a bace projec ol in. 
lnstea rf | s she The fourth 
sh t } i t f ti plat re 
sult t. the proje breaking 
ip he poir ¢through the back of the 
plats white rea 1 rebo ded fron ie hole 

In ‘ se e three plate were 
eacl M i se ok acentra shot 
from an & ! N Z ft. from the 
face f 3 , | g rocess armor-piercing 
proje veig g Zit s, was red wilt icharge of 
5 lbs rf yy g al initia velocity of 1.850 ft. 
per s¢ 

The st i Ss der steel plate pene 
trated 4 ! the backing and rebounded from the 
hole, bi 4 ra hree ng and equal pieces, The 
hole was clea four cracks extended radially from 
it to and through each of the 6-in. holes in the corners 
of the plate \{n examination of the plate after being 
taken down will show the extent, depth and injurious 
effects [ I ks Anparentiy, as the plate held 
firmly together, the cracks did vt gre hrough the full 
thickness of the plates 

The shot fired at the l-steel plate penetrated ¢ 
in. deeper than did the t the all-steel plate gut me 
cracks were en the surface \ hole was made 
with no apparent injury tothe plate beyond 2 or 3 in. 
about S imference e projectile was very badly 
broken uy hrome-stee! point remaining bedded in 
the backing 

As aconsequence of this breaking up of the &-i shells 
it was decided to try a third shell at the unfortunats 
Cammell plate. The gun was carefully protected, and the 
shot fired, with the result that the entire steel face was 
broken away in small pieces excepta few projections 
along the longer vertical sides of the plate. Only a 
badly cracked and easily penetrated wrought-iron plate 
remained as a defense against further shots The pro 
jectile had ussed clean through bot! plate ind back ng 
and was found firmly bedded in the earth backing 15 ft. 
away pointing upwards. 

This finished the triai, with the result f throwing 
out the Camme!l! plate and raising a further « test be 
tween the all-steel and nick« steel plates 

The test was necessarily a severe one to display the 
capabilitie s of each plat »in the most positive ind em 
phatic form Numerous European trial ud already 
been made with the same style of plates it with less 
decisive results than these tests Hence the advocates 
of both the all steel and nickel-steel syst« and the 
composite steel and wrought-iron system have had en 
couragement, and both kinds of armor ontinue to 
he used and to be adopted for new vessels. The results 
of the Annapolis expe riments, however ire of so em 
phatic a character as t ing ull this and force the 
composite plate to the rear, unless it is shown cor 
clusively that the Camm«e plate was defective There 
is, of course i possibility of this being the « but it is 
hardly pr le, since the plates were ull f nished as 
samples for test purposes. 

Want Autocratic Air Brakes 

Under this heading an exchange prints the statement 
that the members of the Order of Railway Trainmen 
have sbout completed their canvass for signatures urg 








ing Congress to pass a law requiring railroad companies 
to equip all trains witb a uniform system of air brakes 
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EDITORIAL ANNOUNCEMENTS. | 

| 

Contributions.—Subscribers and others will materially | 

assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 


r oad officers, erganizations and changes of companies 


in their management, particulars as to the business of 
the letting, progress and completion of contracts for new 


works or important improvements of old ones, experi- 


ments in the construction of roads and machinery and 


railreads, and suggestions as to its improvement. Dis- | ; 


cussions of subjects pertaining to ALL DEPARTMENTS of | 
railroad business by men practically acquainted with | 
them are especially desired. Officers will oblige us by | 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice | 
of all of which will be published. | 





Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin 

ions, and those only, and in our news columns present 

only such matter as we consider interesting, and im- 

portant to our readers. Those who wish to recommend 

their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless toask us to recommend them edi- 


torially, either for money or in consideration of advertis- 





ing patronaae. | 
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A difficult and dangerous tunnel has just been} 


made quickly and successfully across the St. Clair} 
River by the method of a shield, and lining up with 
the shield The City & South-| 
wark Subway tunnel in Loadon was driven by the 
ame method, and the Hudson tunnel 
likely to be carried out successfully in the 
The of these great enterprises robs 
subaqueous of its 
It is not yeta picnic to drive a shield through | 


ist iron as advances. 


River is now 
same | 
way. success 


tunneling of a good deal ter- | 
ror. 
gravel and quicksand, through which the air blows 
but it is demonstrated that 

The result of these 
to stimulate tunneling unde1 
bridges are too costly or objectionable. Wesuppose the 


out, even that can be 


done. recent successes will be 


navigable rivers where 


Detroit tunnel project will now be urged more vigorous- 
ly, and we should not be surprised if it were begun with- 


in a year. A bridge at that place is preferred by some of 


the parties interested as less cbjectionable to travelers 
than a tunnel ; but is not likely that the government 
will allow the channel of an immense commerce to be 


obstructed; and a bridge of such height and span 
not to obstruct the channel would be more costly and | 
A tun- 


: , 
nel can now easily be so drained, ventilated and | 


as 
approached by steeper grades than a tunnel. 


lighted as to be entirely unobjectionable to travelers, 
but of course it cannot be made a spectacle to attract 


them as a bridge across the Detroit River would be, 





THE 


| for the opposite course 


| ductor of First 


| delivered to train 51 
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| 
But that either a bri lge or a tunnel will be constructed | 


| there soon we have little doubt, and the chances seem 
| to be that it will be 


1 tunnel, 


A correspondent has sent to us the following ques- 
ion concerning a point in train dispatching on which 
we suppose he desires the criticisms of superintend- 
ents, dispatchers and others who have had ex 
perience with similar problems 
West. East 

I )) ( B i 
I b i ! har ight oy road, 


51 westbound and 
first and second 44 eastbound 
First or¢ placed at A and E, 


‘Train 51 (engine 134) has right of track against first 


Phe 


trains affected are 


| and second 44 (engines 144 and 135) A to D, 
Second ler ; placed at Band D, 

“Train 51 (engine 134) and first section train 44 (engine 
144) will meet and pass at Train 51 will take side 
track.” 2 

Has first 44 any rig] leave D, on the last order 
after 51 is due at 


It will be seen that the essential question is, whether 
for the the 
order without first annulling the 


it was right dispatcher to issue second 


first, or else stating 


to what extent the second one superseded it. We 
think any fair-ininded judge will admit that he should 
not, and that, therefore, the conductor of First 44 


would have been amply justified in refusing to movs 
from D, And yet he would have strong justification 
The first 
relations between eastbound and westbound trains anc 
the 

have argued that 
definite 
superseded, to that extent 


order reversed the 


had no further effect. This being case, the cor 
44 might with reason 
the 
could be assumed to have 
the fi 


order supersedes the t 


second order, making a meeting point, 


that an ordinary meet 
But if the 
er the second order to trai 


rst order; in the me 


Ww ay 
t ible. 
deliv 


operator 
had failed to properly 
51, or this train had made any mistake in acting upor 
it, strict 


had ensued, constructionist 
would have at once enlarged upon the possibility of 


and a collision 
preventing the collision, which lay in the power of the 
4, If, he 


cautious than would 


conductor of First in such a contingency. 


were to be more ordinarily 


seem 


necessary, he would counteract the effects 

other people’s carelessness As the second order 
presumably shows, by its number, that it was issued 
|subsequent to the first order, and as First 44 has a 
right to assume that the order has been properly 


many superintendents will say 


that the conductor acting upen it is not to be censured, 


much less punished. Doubtless our correspondent woul 
like to learn how many careful superintendents agre: 
if itbea 


as conductors 


with this view. The moral of the case, rea 


case, is, that dispatchers, as well ind 


operators, need careful training, under a 


system 


which shall call them to account for all deviations fron 


the very best practice, whether it results in collis 
ions, or only delays, or nothing but criticisms from 
ltrainmen. The general conduct of the dispatcher’s 
office, whether it be run by the superintendent 
himself or by a dispatcher whom the superintendent 
rates only a trifle higher than an ordinary operator 


should be such as to encourage trainmen to promptly 


report all difficulties hke the above. The great merit 
claimed for the 
of the 


reading his ord 


single 


order system is the simplifica 


tion conductor's duties in keeping track of and 
rs; tho 
that 


weak in this respect 


e who use the duplicate system 


should see to it their practice is not needlessly 


The Reading Accident. 

The Reading accident, the essential facts of which 
are given in ancther column, was one of the worst of 
the many serious accidents which we have had to 
record in the last few months. Ona double-track road 
a coal train of 150 cars parted. Before it could get 
under way again a similar train, following, ran into its 
rear, derailing cars and throwing part of the wreck 
over to the opposite trac k in front of an express train 
approaching at 50 to 55 miles an hour. 

The first train had slowed before the break-in-two, and 
the coroner’s jury blames the flagman for not getting 


The 
that we have seen does not show that the speed 
dur ed 


It does show, however. 


back when he saw that his train was losing time. 
evidence 


had 
this 


peen so Tal re 


as to require him to do 


under the rul quite 


conclusively that he had ample time after his train 


stopped to get back far enough to stop the follow 
ing train. Knowing, as he must have known, how 
close together trains are run on his road, there is no 


excuse for his slowness. So far as he is concerned the 


verdict appears to be just, although it may not be 
technically accurat 
We think, however, that the conductor, who was in 
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with the 
the blame 
and alert in protecting his train as he should hav 


He 


starting 


the caboose 


flagman, should come in for 


share of Apparently he was not so stric 


been. must hi 


| 
SIOW 


ive known that the flagman wa 
if he did not think th 
speed of the train was reduced so far as to requir 
to it 
stopped. 


in back even 


him get back with torpedoes before actually 
But beyond all this there isa responsibility which the 
tou hed The accidet 
would not have happened if the coal trains had be: 

run under block 


they 


oroner’s jury has not upon 


absolute signals; and it might 1 
have happened if 
and M, C 
latter provisions would certainly have prevented tl 
Probably with M. C. B. couplers the first 
train would not have parted; with air brakes the 
ond train would almost certainly have been stopped i 
41) 


had been equipped with a 


brakes B. couplers. We do not say that tl 


ccident, 
SEX 
vards, ‘ 


ri not stopped the speed would have 


been so reduced that no derailment would have take 


place But with the absolute block the tw 
trains would have been held apart and all the 
trouble prevented The cost of this one accident 


will undoubtedly be enough to have equipped the e1 

tire main line division of the Philadelphia & Reading 
with a first-class block signal system, with blécks so 
short that they would actually have quickened the 
movement of its numerous coal trains. A traffic that 
of of 150 at 12 
minute intervals, to say nothing of 13 regular passer 


requires the movement trains cars 


ger trains a day each way and of a great volume of 
merchandise freight, certainly requires the protection 
busi 


pr 


of block signals, and nocompany doing such a 
ness is justified in delaying the introduction of a 
caution so ancient and so perfectly obvious. 
We do not pretend to criticise the 
f 
were four-wheelers we 
length of the 


of the company’s « 


management for 
running trains « 50 coal cars. How many of these cars 
do the 
trains and the fact that about one-third 
fair 
“l many of them were the short 
that a 


not know but from 


val ¢ are ft wheelers, it is 


that a go 


ars ur 


to assume 


cars. Everybody knows long train of four 


wheeled cars is about as ugly a thing as can be put on 


a road, and if the business requires that such traiz 


should be run, the obligation to protect them by all 
reasonable appliances is all the greater. Admitting, 
therefore, the negligence of the trainmen, and the 


fundamental lesson taught by all train accidents, that 
discipline is the essential condition of safety, there re- 
son of this accident the necessity 
brakes and bl 


mains as a special le 


of good couplers, ait ck signals. 


Promotion—Seniority or Merit? 


A correspondent raises the question whether pron 


tions in railroad service should be by seniority o1 
merit We take it that if there were any possi! 
human means of selecting the most meritorious mart 
for each promotion there would be no question of 
length of service. Promotion by seniority is only a 


makeshift to secure approximately the fittest man, a1 
so is any system of competitive examination or of ur 
It be ut. the 
considering the difficulty of knowing very much about 


} 


restricted selection. may th on whole, 


all the qualifications of each member of a great body 


men, the best results will be got by promoting by 
length of service in the subordinate positions 
where the work is routine and there is little ca!l 
for judgment or initiative. In the army this syste 


ind, while the results are px 
ot by 


s carried tothe extreme, 
ould be 


they are by no means ide 


g any other method, 


haps better than 
ul, particularly in time 


war. There officers are promoted by seniority up 


the rank of colonel, and general officers may be 
pointed from any grade and without regard to length 


of service. But even in the army, non-commissioned 
officers are chosen arbitrarily, and it is very questi 
able if all officers above the rank of captain should not 
be selected with regard to fitness rather than 
seniority. 

In the railroad service the best results will p! 
bably be got in the subordinate grades by keepi! 
a record of the men’s qualifications, such as the Louis- 
ville & Nashville uses, and including a record of 
length of service, and promoting by that. If this 
record can cover the results of occasional exam 


We should attach a good 
deal of importance to examination of men periodica 
It is not only good for the compa! 


but spurs the men (or the better portion of them 


tions also, so much the better. 


o1 occasionally ° 


) 


better fit themselves for being examined, Even 10 
formal conversations between an officer and his 
trainmen or statiopmen are useful to super 
tendents who cannot get the necessary appr’ 
| priation for establishing more formal means of 


instruction and examination, If a superintend- 

































































































































































in teaching one point to one man 
engthened the argument by which he 
induce the directors to provide him 
teach all his men, thereby bringing 


level of the Labor” organization, 
nough to employ a ‘ lecturer” to 
ries. These and various other devices 
the officers and men more familiarly 
make them know and respect each 


it is equally or more important, they 


more intelligent and discriminating 
vork and of the company’s interests, 

r method is adopted for selecting men 
it is important that all should see the 


If 


selectior 


promotions are wisely 


in the lo run, demonstrate itself; but 
ws the records and services of those who 
ind the motives that underly the pro- 
rs will be | the easier from the outset. 


more demoralizing to a staff thana 


ritism, and it is worth a good deal to 
an be avoided by a consistent system of 
eniority; but if that system does not 
st men, there should at least be some 
well understood method of selecting 
nd of select them from among the 
staff of the road, when this is at all 

i! Stay and Belpaire Boilers. 
shows in another column that radial 


in one instance on 
24-in. 


not been successful 
solidation engine, while on a 19 ~ 
* DOXKeS gave 


e experienced with the radial stay boil- 


very satisfactory re- 


ilging of the sheets between the stays 
gofthe stay bolts. This experience is 
any roads that have had radial stay 
From such evidence as we have seen 
advantage in favor either of the 
adial stay type in the matter of break- 
uwking or bulging of the sheets. Both 
ry results, and fewer broken stays 
either these types of fire boxes than 
ir ds Sigt 


nents in favor of the radial stay boiler are 
eme simp ty, large steam space and 

t; als case of the Baldwin Loco- 
lesign, in the good location of the dome 
| In the Belpaire design iLe¢ dome has 
he waist; the steam is then taken from 
means of a collector. Probably the 
tage is found with the radial stay boiler 


w that thers 


ec 


te! 


ipply contains a large per. 


ompounds or mud. In such 
fa ty of cleaning, the obstruc 
rown sheet being absolutely ata mini 


team space, dome location 
liscussed by our correspond- 
msider them here, but refer 

i cracking as a result of expan- 
of the diagrams which he 


is not that difference in con- 


nation 


between the radial stay and the Bel- 
claimed. Itis hardly right to say that 
rt the fire box of the boiler into a rigid 


he rigidity of the arch so largely depends 
and there is no lateral 
n the the distortion of 


als formed by the stays and the sheets. 


ss of the stays, 


stays 


to prevent 


y expand without the other expanding, pro. 


bend. This takes place in all fire box 


boilers In the case ‘of a crown 
expansion is greatest at the top; that is, 
both sheets being, in a practical sense, 

the mud ring, all expansion, therefore, 

the top of the sheet. 

the 


xpands laterally 


tive 
ITIVE 


becomes heated, as well as 
In fact, the crown ex- 
foot than the sides of the box, because it 
msidering this question, then, the fire 
Let us, therefore, 
he whole interior of the and the 
the Belpaire and the radial stay boilers 


fire box 


ynsidered as a whole. 


sides 


case of the Belpaire box, the cross stays | 


and when a 
boiler—the 


the crown sheet, 
water in the 


tly above 


uilt with cool 


sumed by our correspondent—the expan- 


laterally gives rise to the 
in the case of the 
Here lateral expan- 


crown sheet 
he 
e radial stay boiler. 


s which says exist 


ed by the cross stays and the screw stays 
nanner in which he claims that 
of a_ side sheet is prevented 

of the radial stay design. Why, then, 
expect as much buckling in the crown 


ae 


a 


elpaire design as in the side sheets of 


type; and more particularly so, because | 


et of the Belpaire is absolutely flat, 


sheets in the radial stay type have a 
both of which assist ma- 


t two points, 
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terially in preventing severe compression strains in the] to be funded into the priority loan; th ral mort 
well-known way of a corrugation in any sheet. The| gage for $4,820,000 does not draw inter " ll 1892 
Chicago, Milwaukee & St. Paul road, for years, put ver | The company has till then to estab! elf. Conse 
tical corrugations in their fire boxes to prevent buckling quently it oughi to occasion no surpris« nd that 
due to expansion longitudinally. In some such way, nc| the road’s increase in traffic has beet 1 at low 
doubt, the crooked forms of the radial stay side sheet as-| rates. Grain constituted nearly ! bus 
sist in reducing the compression strains. ness, of which wheat and flour from Minneapolis wer 

But this is a delicate point to discuss, and a few] but a small part. The average rate per ton was, in 
practical results are worth volumes of argument ; there-| 1889, .95 cent. corres sponding closely to ' anger 
fore, if those interested in this matter will send to us| roads, but the present year it averaged | Che 
such evidence as they have we shall place it before out} rates for each month of the year a g hese fell 
readers, from .94 cent in July, 1889, to .58 June, 1890 

- = Considering that this is an average ur t some 
Annual Reports. very cheap freight—presumably grair vas handled 

Wabash.—The report of the Wabash Railroad Co. for| 7¢ ®¥erage haul increased from 211 mil Se COaES 
the year ending June 30 covers the first year under the | manent Diem, Guoweng Coat the tne “ren — 
reorganization and consolidation. Under such circum. a oak oe ong yams . be’ fe - : gn me 
stances the statistics are very favorable, the road having | mychwere Poy hegee meng se Cone, a2 ” mre 38 tons, in 
earned all of its fixed charges and a surplus which in — ore sen es the earnings per freight train mile 
time wil! enable a larger part of the contingent interest dropped from $1.14 in 1889 to 98 cents in the year under 
to be paid also. For the present the managers will do —s , 
wisely to apply such surplus toward taking out the sags Maintenance of way and structures av 1 $440 per 
in the roadbed in Missouri which President Ashley mile ; motive pow A 19 cents per engine mile. The pas 
speaks of. The equipment account is restated according acters nga cre ve pesca bre gg. rancony —— 
to actual number of cars and engines in service, giving this must be charged a large increas _— « 
a fair starting point. Empty freight car mileage is but > epi po repens Dense pe hprges aman enacts 
27 per cent. of the whole—a very good showing. The , advertising ee VFM, and outside agenctes 
train loads averaged 196 tons as compared with 179 tons ee wn, ond Phe numbe . of passenger reased 
last year; the average hau] also increased from 175 to 209 | per cent., the passenger miles SS pt : co ' ne the 
miles. Rates per ton were, however, .647 cent in 1890 | 87OS* Passenger earnings increased $24 pte 
and .756 cent in 1889, causing a fall in the earnings per| atte = wil be seem, from through competitive 
freight train mile from $1.36 to $1.27, the latter amount trafic. ‘ 
being, under the circumstances, quite fair. The tons | wee a Ios ee _ 
one mile rose from 1,094 millions to 1,430 millions, the | Maintenanct D pan y sat 
gross freight earnings increasing nearly a million dollars, | Conducting transpor 1,865, 128 

The number of local passengers increased, but not the | wegen ate metelas — ——e 
through, the movement for the year being 3 millions of > asad 
passenger miles less than the year before. There were It is unusual to find the general office arger 
carried 33 passengers to each average train, earnings than the amounts for maintenance of w equip 
being 88 cents per train mile; fare, 2.13 cents average.| ment. The proportions charged ab ‘ ‘ in 
An interesting point is the average daily freight car | ment. The President makes the f ‘ rtant 
mileage: Wabash cars made 34.2 miles on their home | Statement: “It is the settled policy of the 1 gement 
road, and 26.3 miles on foreign roads, while foreign cars | Occupy 4 conservative position in regal 8, al 
on the Wabash made 51.9 miles per day. Of the com-| W4ys favoring fair and stable rates, never making a t 
modities carried, corn constituted 17.6 per cent., coal | Of its own accord, but always meeting : s made by 
23.5 per cent., wheat 5.8 per cent., and live stock the other companies The average mileag yperated was 
same as wheat 845 miles 
r The ir account is condensed thus : Ths Geranten Weaneh of the Wow York. Qatacte 6 
Operating expenses Western. 
at ail 3.679.651 In writing last July on the new ra tru ! 
Other income 972.435 | for the first half of 1890 we said Phe rtant 

$3,952,008 | COMPetitive lines building in old i re perhaps 
Interest on be 29, "| the new line of the Seaboard & Roanol und 
ar 308, 190 |of the New York, Ontario & Wester inthracite 
Contingent interest 210,000 coal fields. 
$3,714,294 The latter line, 54.37 miles, from H I 
$237,792 of the Ontario & Western » Scrar P ' ed 

President Ashley devotes a number of pages to a re for traffic last July, and a -_ = . 
view of the rate situation. He cites Iowa legislation | ©°#! “rier. The sbipment cos! orance 
and its resulis, though but a small part of the Wabash | “°T® 25,000 tons in July, and will rise ; . 
lines is in that state. The states east of the Mississippi, September. The new line ——— rante 
where the greater part of the Wabash lies, have not from producers of about 750,000 tor iret 
been as yet directly hostile. The charge brought by the | Y°@™ 2%4 950,000 tons thereafter POUsawy 
report against Congress for prohibiting pooling, and the that this will increase rapidly for s ‘Oo 
assertion that such prohibition is indirectly responsible vide for this traffi }. nae Os pone 
for much of our railroad losses, is unquestionably true. has been ordered and most ; 
The Wabash lines are so situated as to compel their | "4 of first rate 8 wi eeled ; oe 
traflic, both local and through, to conform to Trunk line | “°" &™g!nes A considerabl tut 10 
rates; hence the success of the Wabash must depend have to be made to this equipment al 
now that fixed charges are adjusted—to a great extent which will be offered before the end of t ‘ 
upon a large tonnage economically handled in heavy The Hancock-Scranton line is de 2 
train loads at a low price per ton. The growth of the | i#© the position of the New York, O1 & Western 
coal traffic from this point of view is very favorable and | !¢ is confidently expected that it w wo eng 
should be pressed. The President asks for $500,000, to | ©@™™!™&s of the system within a f = It Ber 
be spent at once upon the lines west of the Mississippi | Seve an enterprise of the grea the 
Everything that can be spared above fixed (not contin- | security holders of that r ae. Its — cade he et 
gent) interest should be spent upon the property until the | CUtlet for Scranton and the Lackaw - Wyoming 
greatest economy of operation shall have been secured | V@!ley, and as a competitor for a share of the great 
The report shows that the managers fully appreciate the | *T@flic of the northern anthracite « neredeere ™ 
situation, having made a good beginning for the new | enterprise of a good deal of interest nel mn is 
corporation. own security holders. We giv f p f it 

—— from personal observation. 

Chicago, St. Paul & Kansas City.—In accordance with | The Hancock-Scranton lin ' ng trom 
the recommendation made by President Stickney, Gen- Scranton to Hancock on the O x” - 
eral Manager J. M. Egan was elected President and | miles from New York and 165 miles fi ver ' , 
General Manager of the Kansas City road, Mr. Stickney | ™@*!™Um curves are © degrees es gree ‘. : 
decliring a re-election, The suggestion also made by north, in the direction of the heavy traffic, are broker 
| Mr. Stickney, that a chairman of the board having | °F 17 miles, the maximum being 52 ft. | For five 
charge of the finances should be elected, remains to be | Miles there — heavy ast nding — — po a 
acted upon. | maximum. hen for about 15 miles the a uniform 

The statistical portion of the report shows remarkable | ascending grade of £2.28 ft. per m ns 
changes as compared with the previous year. Tons han- | Thence the grade descends for 14 miles at 84.5 ft. pet 
dled increased 59 per cent., gross earnings 63 per cent. mile, Thence for about 3 miles to th om 
and net earnings 45 per cent. The figures for the years | 2™@4es are about 40 [t. up and 26 ft. down he country 
ending June 30, are: J lis a difficult one, and the grades and curves are 
1889. “4g 1890. | as favorable as on any of the comp and 
Groce cornings. U7 98 4.224985! more favorable, we believe, than on most of them 

; ~—_— — oa =~ ~| The location of the southerly end for 131 3 Was pal 
nee geen and fixed charges paid. _— meer | ticularly difficult. as the valley is narrow a1 ied with 

| railroads, coal mines and towns. In this dist there 
To credit of income ‘ 708,955 | are nine crossings of other tracks, vrade. 

The priority loan, the only one on which interest was four crossings of the Lackawanna Riv« ght under 
paid, amounts to $941,050, the accruing charges for 1890°| or over crossings of highways. These brid ind via 
91 being about $40,000, more than the present year | ducts are all of iron and masonry. On the northern end 
Coupons for two years on $18,800,000 first mortgage are | of the new line there is an iron bridge 65 ft, high and 510 
















































668 


THE 


long over Cadosia Creek, and one 70 ft. high and 895 ft. 


long over the west Branch of the 


ra ks, 


rhe whole line is excellently built. 


Delaware and the Erie 


Nearly all of the 


bridges are of iron, the rails are 67 Ibs. + per yard ; half 


the ties Georgia pine ¢ 


and chestnut, 


he stations were specially designed lor their localities, 


ind are unusually 
e about 10 miles of sialon 


convenient. There 
and yard tracks. When the | 


vad was opened in July it was in remarkably fine con 


ition fora new line 


\s we have said, 


month and a passenger 
h four daily trains 
ind 10 between Cs 


vit 


are 





tbout 





mile. 


told, are doing a good local business. 

The cost of this branch without equipment will reach 
52,500,000; equipped, it will cost about $70,000 per 

This is provided for by the issue of first mortgage 


-ady for work, 


25,000 tons of coal was carried the first 
service was at once established, 
Hancock and Scranton 
and Scranton, These, we 


onsolidated 5 per cent. bonds covering all the property 


f the Ontario & Western, 


including the stock of the 


rporation which built the Hancock branch. The issue 


authorized is $10,000,000, of which 


voted to retiring 


bonds, 


now building. 


north of Hancock. 
yr, including approaches, 5,300 ft. 
n distance, some very heavy grades and, 
$18,000 a year in operating € 


$4,400,000 is to be de- 
xisting 6 per cent. 


first mortgage 


and $3,500,000 to paying for the Hancock exten 


sion, for equipment * Zig-zag” tunnel 


y 


about 27 miles 
1,400 ft. long 
It will save two iniles 


it is estimated, 


The re maining 


$2,100,000 of the consolidated bonds will be available for 


improvements as needed. 
years to improve the permanent way, 


Much has been done in recent 
and further pre 
parations are making for handling the coal business. At | 


Oswego an additional coal trestle is building which will 


double the capacity at that terminal. 
i trestle is building, to cost $250,000, 
ink belt hoisting machinery. 


At Weehawken 
to be operated by 
At Oneida a transfer tres 


tle is building to transfer coal from the cars of the New 


York, Ontario & Western 


to the westbound empties of 


the New York Centraland the West Shore. At this place 


the Ontario & Western has a yard 
if the other two roads, 


between the tracks 
crossing theirs under 


grade. In this yarda trestle is building, upon which 


the loaded coal cars will 
made with 
will be run under 


will be 
which their cars 
ed, 


Suitable connection 
other roads, by 
this trestle and load 
This arrangement will give the Ontario & Western 


the first chance at the westbound empties of the New 


York Central and the West Shore, 
roads a longer haul west than on any other coal coming 
from the 


to them 


and will give those 


The arrangement 


will, therefore, be mutually advantageous. 
In other particulars the Ontario & Western has es 


pecially 


and is sent to the lakes, to Canada and 


Watertown and 


Bridge line, and 


coal into New England. 
Cornwall, and coal docks at 


consideration. 
minals. 


On the whole, the sanguine expectations of those who 
buil€ing the Scranton branch to put 
Ontario & Western and to 
seem to be justified 


have hoped by 


new life into the New York, 
start it on acareer of prosperity 
yr they have tapped a country of great and growing 


good facilities for distributing coal. About two 
thirds of its business from Hancock, 
to Rome, Utica, 
New York towns. At 


Campbell Hall this road connects with the Poughkeepsie 


a good deal 


has a good water front at 
place are now under 
tidewater ter- 


commercial and manufacturing importance. The out 


put of the Wyoming coal fields in I 
tons, or 53 per 
duction of the 
steel rails in Scranton 


wr over 1,000 


valley are immense banks of 


as fuel has only 


it is now increasing with 
that this is the cheapest fuel in the world 
than natural gas, 
gives a new importance 
manufacturing centre, and 
doubtedly in store for that region the railroads will find 


eg 


was 326 
tons 


rapidity. 








value of whicl 


but the use of 

It is claimed 
cheaper even | 
The increasing utilization of this fuel | 
Scranton 


a traffic increasing in variety as well as in quantity. 


Five years ago the electric motor as 
pelling cars and driving machinery 


the progress of 


work. With reference to the mileage of city 


it is said that 


mileage of 3,151 
1,462 miles since 
per year. Ten 
1,689, and it has 
Sixty-one miles are operated by 
structures, and 221 miles by 


had few 


conversant 
in 


286 roads give 


Philadelphia bas the largest mileage, 283; 


means of pro 


There are now 
railroads, which is five 
cable, as shown by 
which cover; street 
field in national 


since that time. 
steam on clevated | 
on surface roads 
Boston next, 














he i les} 











was 18,648,000 

anthracite pro 
The product of 
90 tons, 
day. In the} 








i 


Chicago with 184, New York with 


i 


with 164. Chicago has the 


176 miles; New 


first of this 


seen that electric propulsion for street 


the New York 
»men, Cain and Buett, of the details 

York Central 
that of Reed, i 
others. The 
and drunkenness, but unfortu 


n the New 


confession, 


it. confirm the 


express, and is probably 


in of the attempt 


i hie S Strong 


pe 


of s fixing ties on the track 


wreck Lee is 


ecks, 





poor, drunken “ Knights 
re vay. But unless further 
is 1 ely that 
The most that c: 
hree who have 
} 


or the belief 


is 
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York next, 


imber of street railroads in independent « 


year was 807. From t 


in use rapidly, and its success in 
that it is the 


pelling street cars in prefere nce 
or towns where overhead wires a 
tas soon asa fair trial is given 
irrving the electric current 
les in crowded cities. There is 
\llegheny City a conduit system, 
ind, in spite the recent failure 
mer it Bost it is yet the 
s that the w 


ork was not properly 


ystem was not fairly tried. 


Sun published 


the responsibility for the 


circumstantial, 
and Cordial 
also shown to 


after the fact 


Lee or any 


did not cause 


w hole tory shows a state of 





ssea a workingmen 


before the state Board of 
e all sane men that 
itherskite; but these latest st« 
mie n their late strike to be 


attention t 


} 


has done good 


he membership and influence 


sperous condition 
and there is reason to hope 


proper piace as one 


es The 


drivers and the 


ent. of saving which it was stated inthe 


und 


railroad empioy 


eed the saving was 


o the announcement 


of the Super 


he ming meeting 
» be held in New York Oct. 7. 
important subjects are announced, ¢ 
will be a large attendance, 


and important 


gence of its members entitle 


» railroad associations 


wo errors of statement in our edit 
the tests of the Baldwin compound and 
locomotives weighed : 


total weight is 





entage which should be 


> expected at slower speeds, 





meeti 
season of 1880 Q 
region as a 
growth that is un 


advocates, 
and it was for a long time up-hill work to bring conserva 
tive minds toa realization of its merits. 
in operation 260 miles of electric 
miles more than that 
the recent Census Bulletin No. 
railroad transportation 
tics—and brings forward information which can but be ¢ 

urprise to those who have 


ymmittec 


statis 
record 
with 
street railroad 





railroads, 
a total ke 
an inercise ol} 

rate of 146 miles 
total mileage was 





Swing Beam and Rigid Trucks, 


Wheels. 


! 
1 was held 


‘el 


lative Cost 


of the Western Railway 
Sept. 16, 1890, 


R 
ng Beam Trucks of Freight 


been Observed 


as 


to Comparative 


having been combined 


club in May, 


ng of Messrs. 


rigid beam 


with 


1890, and referred toa 
Wm. Forsyth, 
Schroyer and P. H. Peck, were taken up for 
| t of Messrs. Forsyth and Schroyer, 
following notes. — ‘ 
has never had a meeting; 
iews and observations so as 
» the « 4+ i have never had experience 
g the two kinds of trucks on 
experience with 


greatest 


a short side 
the t 


on the 


the car. In the 
plank. 

in regard to flang 
ference, but think 
not due to the styl 
bearing on truck ¢ 
curve at all witl 
days ago I saw a sm 
bolster, the side 
hard against the s 
ster half 
on flanges. I have 
wheels of the ca 
feet. In these 
the track with fre 
well oiled put 


the 


insufficient 
to wreck a train west 


evidence in 
rate fellow and 
wreck a iin without regard to the | 


confessec 


f 


discouraging 


Nothing more 


t 


probably it has n 
that 


of the most active 


5 per 
re was a saving of 14.9 per cent. 


and Flange Wear of 


of Maintaining 


cars, 
them on tanks, 
result largely in favor of rigid centres. 
and re¢ node of defects in cars to show more 
ts with the swing beam than with 
of expense of re pairing trucks 
pairs made on swing beam trucks than 
i As near as | can estimate, 
10 per cent. more defects shown on our 
i eam than in the 
the swing beam truck were, 
transoms were used and hangers slotted 
insoms. lLalso founda great 
iger pivots bent, 
le to let the s 
is [requ ntly 4 


ifter a car has 


there are 


truck. 


keys lost out of them, 
wing plank down 
erails the cars. 
run some time 
ransoms are more or less widened at 
the top swing hanger pivot, and bending 
ron transom at the pivot be 





177 | when this bending is bad, tl 
to pieces and rebuilt 

\ great many of the 
bearing, : 
rucks the side 
wooden transom 
curve on any short 
ind broken centre 
beam trucks, 

Che first cost of 





[SEPT. 26, 1890 


frame has to be ta 


swing beam trucks are built w 


spring weaken 


» body of the ear 1 
ll not allow the car 


also find more k 


ruck sides on ‘ 


is more, and in 


e there are nine different parts on each truck that 





rucks go ove! 


I think that ma 
yards when no ¢ 
the rail, when the 
perfect side bear 
no weig rht, and 
weight and faste 


ire always loos 


invariably broke 


ir. RHODEs: ¢ 


the rigid truck o 
the 
the swing beam tr 
use of the latter, 


f 


mind that the 


needing more re] 
the axles whic 

axles were bre 
tion was rais¢ 
heir size, and 


neidentally bre 


the use of th 
broke so fre juent 
often in mecha 
or instance. W« 
straps and loss 


this the quest 


If we can do 
I 


Olts to shear 


straps, we wont 
ind expense. Th 
nips d to our s¥ 
ng tl 1e dimension 


o do awit ay wit 


our proprietary 
and there never \ 
& Q. that was so 
ing of the swing 
that stood up t 
have hundreds 
‘very day with rig 


ample experien 
Che question 


lt of the Bur 


unce tests were 
trucks, and some 
train that offered the 
urves and grades 
fitted with rigid trucks 
|} your memories, 
Build rs’ Report 


the full details 


One question t 
matter was: Why 
become so general 
used in the East 
years ago, when t 
as they are now, 
away by the 
| might make over 
iof a given r 
owing to their swing beam feat 
incentive for people to ship t 
over that road, : 





swing beam tru 


this line of arg 
and we have come 
cut any figure, 

is 


least repairs 
fewest parts t 
times required 


speed, and is it not 


structed so that 


We say, Yes, and v 
for any speed and : 
tion of our belief 


} 


other day at Chicag 
senger trains g 


_ k of the eng 


ars fitted with ¢ our rig 


lust rate a point 


the similarity of 
freight trains and heavy through 
have got to have i 
our cars, including 
the same for both 
safe to go into either service, anc 
freight truck to be 
Mr. Peck: What 
wear was mostly 
|} lowed to run a 
bearing hard on the 
impossible for the car to curve 
Mr. G. W. CusHInG: M} 
favor of the vibratory or swingi 
ward to the flange 
much less with the 
would be with the rigi 
in regard to the 
President HIcKEyY 
years ago on a road, 
that adopted a swing truck for : 


would be very 


able to break or g 
3 have 
a 


an inch 


bet we ings in order 


the rail 


score of econor 





1i0t more flang 
be answered pretty 


adv: 








ng the car) to on 
, four rocker pins, : 


en, is liable to dex 
ave only the sp 


1t noticed mucl 
reat many case 


to an imperfect 

see how some truc} 
g they have. Only a 
rip of ironona woo 


sides of car bea 


was imbedded in the b 
necessarily would he har 
lerailed with all tl 
iving run only a 


le to put the car 


was raised and str 


irs off the track 


assigned why they 





rea au ) an 
on tl truck “WV 
i carrying a 
ll lag screws wl 
iron, and these 
olsters 


the swing beam 


is led us recently 
id truck in lieu 
ually abandon t 


eneral repairs 


sthat were consta 
hers were the hangers 
ie hangers rhe 


that the 


on is f vl 
ve hem I 
ion which comes 


ive rod connect 


reat many bolts, b 
sidering the remedy 


I ave them 1 
we won't hav 
with the ke 


straps to cause ade 


vestigation w h 


Instead of incre 
ind axles, we deci 
was considered 
ie C., B. & Q. proy 
ight up on the‘ 
ded as the aban 





There was hardly a 


beam truck 


irs woing over our il 


it we have ha 


as to whether th: 


d trucks, I think 
nding you of the 
In the train re 


ily with swing b 
th rigid trucks 
ince going around 


mile run wasatr 


y of you wish to refres 
turn back to the Master ( 


where you will 


asked when we looked into t 
swing beam truck | 
West and is so litt 
answer seemed to be 


snot kept up 


und when people were apt to be « 


aim that one ra 


the claim that 1 


over rough roac 
, Was used as a so! 
roods, especihi ally st« 


mnsequently put in 
our road is concern 
own to be a falla 
usion that it does 





k that whut hes 
the one that h 


» asked, Are you nots 





avery high rat 


have your truck 


high rate of sp 
| 


urrigid freight truck 
uur line. In confit 
I may say that it was only 
me of our fastest 


ty, and immediat 
of our new ire 
This also tends 
presenting itself, ' 

especially the 
assenger trains. 
the running ges 
ouplers, pretty 0 


any rate they must 


we believe our 


1 the way of 


, where they had bee 
service. I found 
, so that it was a 


ience has been rath« 
r motion truck. 


Ty 
I 
lam quite certa 
swing motion tha 


Che same would be 


ind brasses. 

my experience 
was then conn 
engine truck. 


made several and put them into the fast passenge! 
vice, and ran them six or seven or perhaps eight mo 


During the time the expense of trucks was increas¢ 


that sor 
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I think it was more than that. The | ment, as far as covered by the same, should be closed, | 
only added to the cost of repairs of | while communication between streets running trans 
ysened the boiler fastenings. They were | versely should be kept open by means of masonry arch 
throw the swing trucks out and go| ways lighted by electricity. Beyond the three or four 
é whereupon they had much mile lines, or wherever property ceases to be very valu 


[ was slow to believe that a| able, retaining walls could be dispensed with and the 
freight car was better than a| embankment constructed with ordinary side slopes. At 

ne three or four years ago we | the same time its elevation could be decreased to 9 ft. 
service, all of which had| above the street grade, and the archways, extending 

ks. § t ifter we received the cars| transversely tzrough the same, could be depressed suffi 
wearing rts and I noticed that we | ciently to make up the difference. This elevaticn should 
xi deal of the trouble with the axles | be retained until the embankment leaves the city limits. 
ken of by Mr. Rhodes. Not only were The magnitude and absoluceness of the change out 
oken many were bent, and in order | lined precludes the possibility of rendering an estimate 
much delay | was obliged to introduce | of its cost, at this stage. But a brief analysis of the 


f pipe tubing—that would go on to| proposition may be given, as it will reveal at once its 


eep the hangers the proper distance | chances, if any, of ever becoming realized, in whole or 
the fre t trains several times, and|in part, and in this shape, or any modification thereof. 
speed erhaps 18 or 20 miles the loose | Referring first to the items of grading, bridging and 
so that they would appear to string all | masonry, it is, of course, much cheaper to place, say, 
They were 1t only destructive to them- | seventy tracks on one embankment than to place each 
were equally destructive to the track.|one on a separate one. In this particular case, Mr. 
irds we got an order to build a large! Robinson estimates the cost of four-track viaducts at 
100-1 b ul [ looked over the situation | $1,106,000 for metal, and at $706,009 for masonry via 
got r mas‘’er car-builder to consent | ducts, per mile, respectively. At this rate one mile 
I 5 sures on both trucks, the|of seventy tracks, placed on viaducts of four track 
gid, fr car manufacturers, and [| capacity each would cost $19.355,000 and $12,345,000 


would 1a rigid truck of equal | respectfully To place the same number of seventy 
t k for*from 16 to 17 per cent. less.| tracks side by side on one common embankment, 














less than 25 per cent. | 1,000 tt. wide, and of the class I have described, would 
ix f rigid centre trucks than of swing | cost only about $3,300,000 per mile, or slightly more than 
whed 1 conclusions very slowly and | one-fourth of the smallest of Mr. Robinson’s estimates. 
pt ther nking that the cars would | In this sum earth is estimated at 50 cents, and retaining 
h the swing beam and that they would | wall masonry at $6 per cubic yard, and no allowance 
iuled | did find that the flange wear | has been made for debris from houses to be removed, 
ked after very closely. I investi-| which would necessarily assist in reducing the cube of 
f the we ind found it to be the fact the fill. 
nson f the cars were not properly | teferring to the suggestion of raising or depressing 
he e they would settle down | separately all the tracks within the populous parts of 
ngs al id, and the wheels were | the city, [ittle has been said how this is to be done with 
ject inge wear. But with side | out obstructing the enormous daily traffic of each road 
some gin of safety, I think you will | thus treated \ plan that would permit the railroads 
th t truck, and I believe it is | the undisputed use of their right of way during the pro 
k. | e bad similar experience | cess of raising or depressing the tracks would seem very 
k tr desirable, and it may be said that under the proposition ! 
W. H. Lewis, the combined subjects |of uniting the tracks, as outlined in this paper, 
f Maintaining Rigid Centre and | the existing railroad traffic would not be molested. The 
Freight Cars,” and ““What has} chief argument against the change would be the im 
mparative Flange Wear of| mense value of the property which the railroads have 
further discussion at the | acquired within the city limits, and the pretended use 
lessness of this property for any but satiened purposes; 
is follows also, because of the many industries, which are now de 
Stee re wheels and the principle s| pendent upon track room in the very heart of the city, 
t re to centre,” by Mr. G. | and which would be cut off from their base of supplies 
if the raiJroads were withdrawn. 
gging,” by Mr. €. A. rhe present value of the railroad property in the city 
limits is placed ail the way from sixty to two hundred 
s and vertical plane| million dollars, distributed over twenty-nine different 
ind passenger trains,” by | railroad lines, which enter Chicago on sixteen distinct | 
’ | rights-of-way, covering many square miles of the most 
a 1 subject not yet named, | valuable « ity property. All this property would become 
ey |} vacant were the railroads to be transferred, but its 
he ! i by Mr. J. N. Barr. Mr. | character would seem to indicate at once its usefulness 
H. 1! id partially promised by | for purposes of suburban rapid transit, by cable or ele- 
vated roads, and greatly facilitate the acquirement of 
election of officers for the | the right-of-way forthese purposes. A large part of the 
ng gentlemen were unani-| vacated property would be disposed of in this manner, 
flices named: while the rest would become available for streets and 
Bar President. C. A. Schrover: | building lots 
P. Hi k; Treasurer, Allen Cooke; As regards the industries, no thoughtful person will 
D. Cr dispute the superior part which they play in the Chica 
| go railroad problem. Each railroad penetrates with a 
ra network of yard and spur tracks into the various in 
Chicago Railroad Problem. dustrial quarters of the city and depends upon them for 
, ER WESTERN socrety or | traffic, as the tree does for xourishment upon its roots. 
ENGINEERS. | The industries look therefore upon their present loca 
sa a ee ee ee | tions as fixtures and, with the power, incident to the 
+E Ti eneeete fo ig + ma ool | large investm« nts. represented, are solid against any 
Saneiione | of the efecte of the tar attempts to disturb them and interfere with their pres 
ss ge be > a ent track facilities. This point was illustrated, I am | 
Bae oC © Inacequate arrangements | informed, when some time ago the desire of a railroad 
provide r the population of this} line to elevate its tracks at a complicated crossing in 
| this city was frustrated through the pressure brought 
-l - as been before you at| to bear against the measure by the industries near by 
salience cong and practically with-| The problem is thus brought to the very door of the 
we te. n reference to this prob-| industries, with the absolute certainty that it must 
n has been made to propose a remedy | grow vastly more complicated in the future, if the pre- | 
sweeping and « plete, and then try to | ponderance of the industries is conceded and their dis- | 
eh w egpenetieatsn. ay: le. | turbance considered altogether impracticable. [f such | 
bh this suggestion that I shall lay before|q measure as was outlined in this paper would be| 
: heme, but simply an idea ora adopted the natural course of events would lead the 
at <—— be if the problem WAS | industries to follow the railroads to where tracks could | 
P ysat — 50 ee less yi be _ ided for them, and the difference between cen- | 
es be railways entering Chi-| tra] and suburban property would go a long way toward 





xX miles weat from here, and pro- | paying for the expense of their removal. For the city, 
Ice r the construction of an em- : ; 


ce ~ ples: Ae pe s | their disappearance.would not necessarily be a loss, if | 
— e railroads may come in, side | for no other reason but that their departure would result 
Cf Wacks, and discharge in one commo- | in the removal of at least one of the causes that com 
; , vee | bine to make this city one of the smokiest and dirtiest 
geographical position of Chicago, | jn the country. ; 
_ fre sen prey — ard _. — from In conclusion, it should be stated that the idea sug 
pacreg ne — one deat ‘able. 1 an ar-| cested here admits clearly of modifications. Thus, in 
ome : _ y be most desirable, provided place of conducting all the railroads into one artery, 
oe Me ee . .. | for their joint entrance into the city, it may be that ex- 
of the — toward the west begins (in isting interests would be served better by dividing them 
southern division, at Calumet and, in | into groups, one southern, one western, and one north- 
sion, at Evanston. All roads are one| ern, and carry each one into the city on separate em- | 





ip, in such a manner that the £TOWINE | bhankments, for which routes might be selected that | 
, 4 . = ae A Reed ying Belt 2 wnt | would touch most of the existing industries and ele 

Be ee LP isons: th 2 AS I approaches | vators, providing them with tracks from short inclines, 
oe . << ing the same, makes a | leading down from the embankments. Or, it might be | 


es the outside of the tracks already in 
he stem is reached, all tracks turn back | 
e avenue that has been provided for 
ance into the city. | 
t xistence one broad and many 
which the Pittsburgh & Fort 
vision, and the North West-| ig 
would occupy the inside | TECHNICAL 
ould remain independent, but i 
1ications with its neighbors. Sus 
o grade crossings within Manufacturing and Business. | 
, no gates and no accidents. All| The offices of the Westinghouse Air Brake Co.. in All 
; city proper would be shifted | gheny, Pa., have been removed to Wilmerding. Pa., | 
nion Transfer Yards, while for the | where the new plant is located. All the machinery has 
zo freight track space and sheds could | been removed from the old works. The general offices 
wings of the elevated embankment near | will be located temporarily until the general office build 
ing is completed. There will also be an office of the 
nt should so constructed that the} Company in the Westinghouse Building, in Pittsburgh. | 
ag Phas ng rehy be disposed of forever. ; The Standard Underground Cable Co., whose works | 


suggested to carry the central stem out toa ae three | 
or four miles beyond the city limits, and let the union of 
tracks take place there, which would make the line 


straighter, grading less expensive and remove more 
crossings. 





he fir ree or fou les wes > : : s ildi 

he composed of a ne ue are now located in Pittsburgh, will erect buildings and 

‘ vation of at teast 1% ft siesta aiid | remove its plant to Wilmerding during the early part of 

es - + + hee tate trong twdecatn tr ;next year. The shops in Allegheny vacated by the | 
pom penee Sy twee ie y retain-| Westinghouse Air Brake Co. will be occupied by the 
treets running parallel with the embank estinghouse Air Brake Co. will be occupied by the 


| Fuel Gas & Electric Manufacturing Co. 
na he Association of Engineering So- The Eucalyptus Boiler Compound Co., of Chicago, has 
been incorporated in Illinois for the manufacture and 
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sale of acompound to prevent the incrustation of boilers; 
capital stock, $500,000; incorporators, Sidney H. Stevens, 
Davis R. Boogher and Mablan 8S. Frost, of Chicago. 


Iron and Steel, 


Riter & Conley, of Pittsburgh, have received the cor 
tract for the erection of a third furnace for the Colo 
rado Coal & Lron Co., of South Pueblo, ¢ Oo [The fur 
nace will be 17 17 ft. im size 

Hugh M. Bole, of Pittsburgh, has just completed the 
fourth of eight immense ladles for Carnegie, Phipps & 
Co rhe ladies are for the Bessemer department of the 


Homestead Works, and are & ft. 4 in. in diameter at the 
top and 7 ft. dee p, having a capacity of 40t 


The Apollo Iron & Steel Co of Apollo, Pa is just 
completed the erection of a new sheet m " i 1ddi 
tion to its plant, and ground has been broken for three 
more sheet mills and a piate mi A t plate mil is 


also contemplated 
rhe 16-inch bar mill at the Gautier department of the 
Cambria Iron Works, Johnstown, Pa., has been recent 
+ ts 





pu iccessfu peratio1 

The blast furnace of the Riverside Iron Worl at 
Steubenville, O., which has been underg ne extensive 
repairs for some time, has resumed operations. The 
furnace is practically a new one, and the itput is ex 
pected to show a good increas« 

Furnace A, of Carnegie Brothers & Co. (Ltd it Brad 
dock, Pa., which has been undergoing repairs for some 
time, resumed blast on Sept. 11 This stack is operated 


on spiegel exclusively, and produces about 850 tons pet 
week 

The Illinois Steel Co expects to have two of its ne 
stacks in operation in October. and the other two will 
probally be completed and put in blast by January 


The Ir quols Furnace Co.'s blast furnace near Chicago 
is under construction and considerable work has already 
been done, but it will not be completed much before next 


spring 


D. R. Lean, of Pittsburgh, Pa., has contracted with 
William M. Kaufman & Co., of Sheridan, Pa., for a 
jlant of two Ford & Moncure fire brick hot ust stoves 
20 ft. in diameter by 60 ft. high, with an ir raft stack 


ft. in diameter by 130 ft. hig! 
The Fort Payne Furnace, No. 1, at Fort Payne, Ala 
went into blast recently rt} I 

of 5O per cent row! ore > mM ent red 





on a mixtu 
hematite and 25 per cent. soft hematite 


The annual meeting of the stockholders of tl La 
Belle Lron Works, of Wheeling, W Va was held on 
Sept. 9. The following directors were elects lohn 
Wright, A. J. Clarke, W. T. Burt, Harry L. Dot lohn 
J. Jacob, W. R. E. Elliott and C. A. Robins 

The annual meeting of the stockho/ders of the 1 mas 
Iron Co. was held at Hokendauqua last week All the 

the year and 


furnaces were in average blast 48 weeks of 
the average production was 336 tons per week per furnace, 
the total product being 175 I inct 
tons over the previous year and 


mn ¢ 
Lat 


made by the company. The deliv 
tons, against 143,166 in the preceding 
from all sources was $420,065, or about 21 per cent. on 
the capital stock of 000,000, or $2.29 per ton profit on 
the pig iron produced. The total surplus is $1,782,591 


The 7 per cent. bonds due July 1 have been retired, and 








new 5 per cent. bonds issued to the amount of #300,000, 
Besides the regular cash dividend, a 25 per cent. divi 
dend in script was distributed during the yea rhe 
following board of directors were elected Sam ue 


Thomas, B. G. Clark, J. T. Knight, Daniel Runk 
Samuel Drake, Charles Stewart and W. W. Marsh 


At the sale of the property of the Crown & Cumber 


land Steel Co., of Cumberland, Md., Sept. 18, under de 
cree of the Circuit Covrt, the rucible steel plant, roll 
ing mills, machinery, ‘ were sold to attorneys for 


Thomas A. Hicks, W. ¢ Dickey and R. B. Sidell, for 
$38,000. Most of the personal property, consisting of 
steel ingots, bars, tools. et« was also sold tothe same 
yarties. The whole sale amounted to about $42,000 The 


purchasers are Cealers in and manufacturers of crucible 
steel products in Philadelphia 


The Rail Market. 

Steel Rails.—None of the mills report any important 
sales, and while there are some inquiries there seems to 
be little prospect for any new business for the immedi 
ate future Many of the mills are sold well ahead 
Quotations are nominally At New York, $30@$30.50 . 
at Pittsburgh, $31@$31.50 ; at mill and at Chicago,$33.50, 

Old Rails,—The quotations are At New York, S25 
$26, 400 tons of foreign being sold at the former figure 
at Pittsburgh, $28@$28.25, and at'Chicago. $27, nominally 
for old iron rails, and $18.50@ $22 for old steel rails 


Pancoast’s Ventilated Car. 


Mr. R M. Pancoast ( E.. of Camden. N. J the 
designer of the ventilated fruit car illustrated in the 


Rilroad Guzett April ll, writes us that the long trials 
and careful observation of his car on the Pennsylvania 
Railroad have enabled him to overcome the only two 


f the ntat 


objections found: one being the danger f ake 
devices on the side of the car being knocked off He 
now places the intake on top of the car, where it works 


better in all respects. The other objectior being the 


alterations in freight-car doors) be now eliminates by 
not changing or interfering with the ordinar doors in 
any way [Tne Baltimore & Ohio car, now being fitted 
up, includes these improvements and lessens the ex 

pense of alteration The Baltimore Fruit ¢ of Phila 
delphia, in loading the car f the Peunsvyivania with 
bananas this week, found the upacity of the car in 

creased for bananas about as 5to7 The bananas are 
loaded uniformly from end to end, whicl not done ir 
the middle of ordinary cars on account of the nlight, 
etc., at the open doors. 


A Cheap Electric Light Supply. 
The town of Trente, Austria, owns an electric light sta 
tion run by water power from a waterfa under favor 
able conditions. The light is furnished t private con 





sumers at the rate of 50 kreutzers (about 20 cts.) per year 
per candle power, no regulation being made as to the 
number of hours. To put the electr ght wit! reach 
of the poorer inhabitants, the house wiring done |! the 


town may be paid for in annual 


also supplies mechanical power to a 
spinning mill at 40 florins ($16) per horse power pet 
year. 


payments. ihe stat 
tinvnr 


Leather Brake Shoes 
Trials have been made at Sydney, New South Wales, 
of brake shoes made of leather The material is leather 
scraps subjected to chemical treatment and hydraulic 
pressure, Mr, D, H, Neale, Engineer to the Commi 
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! 
ioners of Railways, after careful tests, reports that the 
ife of the leather brake shoe is nearly three times that 
fironand the wear upon the wheels is very much less, 
ither shoes weigh about one-fifth as much as iron. 


The le 


American Solid Steel Wheel. 
ests were made of this wheel at Boston, Mass., Aug. 
s, in the presence of a number of railroad men, A 33- 


wheel was placed on iron blocks, the rim resting on 
ich block. A weight of 525 Ibs., falling 11 ft., struck 
hub 25 times without any effect except battering the 
metal, It was then dropped 10 times on the rim, without 
fracture. Then a weight of 1,400 lbs. was tried, falling 
ft. This struck the wheel 11 times, but failed to 
ik it. At another exhibit, in order to test the effects 
fexpansion and contraction, a wheel was buried in 





he 


ind, and a charcoal fire built around the tread until it 
was brought toared heat. Then it was taken out and 
ooled in the air with no bad effect. This wheel is 


service for trial on several of the New England roads, 

e Manhattan Elevated in New York and several West 
ern roads, 
The Manitou & Pike’s Peak Railroad. } 
\ letter of Sept. 15 informs us that at that date this 
road (described in the Railroad Gazette April 4, 1890) 
vas completed to within 10,000 ft. of the summit, and it 
was hoped that it would be finished early in October. 
‘here have been many unforeseen delays, partly from 
delays in delivering the material and partly from the 
difficulty in getting workmen, as not all men can stand 
it to work in that high altitude. Four loads a day are 
taken up, by two engines, each load consisting of 210 ft. 


of complete track. The round trip to the front, about 7 | 





iiles each way, with the construction car, weighing 
bout 45,000 lbs., is made in from four to four and one- 

half hours, including all stops for water, unloading, 
meals, etc. | 


lhe passenger cars are said to be a great success in com- 
fort and elegance, and the engines do all that they were 
expected to do. The road was opened for passenger traffic 
is far as the Half-Way House Aug. 15, but traffic stopped 
again Sept. 1, as the trains delayed somewhat the work | 
of construction and were hardly remunerative. 





| 


THE SCRAP HEAP. 


Notes. 

General Manager Pugh, of the Pennsylvania Rail- 
road, has awarded Supervisor James R. Smith, of Sub- 
division B, New York division, the first prize of $100 for | 


the best kept lines and surfaces on any subdivision be- 
tween Jersey City and Pittsburgh, and J. B. Baker, | 

Subdivision No. 2, Philadelphia division, the second 
prize of $50. 

The Chicago, St. Paul & Kansas City put a force of 90 
men at work last Sunday laying a side track at Marshall- 
town, la., upon private property, over which it had failed 

o obtain the right of way from the landowners. The 
men were arrested for violation of the Sunday law, and | 
work was not resumed, | 
What’s in a Name? 

The General Grievance Committee of Engineers on the 
Chicago & Northwestern have changed their name 
the General Adjustment Committee. 
Sunday Freight Trains. | 

Judge Diggs, of Lynchburg, Va., delivered a very te 
important opinion Wednesday concerning the passage | 
of railroad freight trains on Sundays. There is a Legis- | 
lative enactment imposing restriction on 


such transit. 


ao ‘ase bringing forth the opinion was the city of | 
yne hbarg against the Chesapeake & Ohio for breach | 
7 the law. Judge Digg x3 pronounced the law unconsti- | 


tutional, t 
freight trains on Sunday as cherged, 
waged in carrying merchandise from other states into |} 
and through the territory of Virginia, and, therefore, 
under the Interstate Commerce Law, by all the decisions | 
of the highest courts thereon, railroads cannot be re- 
stricted in their transportation, 

A National Transportation Committee. 

Secretary Stone, of the Chicago Board of Trade, has is- 
sued an ofticial call for the organization meeting of the 
National ‘Transportation Committee. In the words of 
Mr. Stone, ** The new association will have jurisdiction 
over every act between any shipper and any carrier. The 
injustice to one will be the concern of all. The organi- 


he facts being that the company did run its 
but they were en- |; 





zation meeting was to be held in Chicago on Sept. 25. 
Evening Class in Steam Engineering. 
[The Young Men’s Institute (Y. M. C. A.), of No. 222; 


;owery, New York City, has for the past two years sup- | 
ported a class on the theory and practice of steam engi- 
neering, which has been conducted by Mr. William H. 
Weightman, M. The class will be continued this 
year under the same instructor, meeting on two even- 
ings of each week. The fee is but 50 cents a month to 
members of the Institute. The instruction is on the 
practical operation of engines, boilers and machinery 
and the principles of steam engine and boiler practice. 
Harris Palatial Car Co, 

The annual meeting of the company was held at Port- 
land, Me., Sept. 18, when the following officers were 
elected: President, Edwin E. Perkins; Vice-President 
and General Manager, Louie J. Harris; Treasurer, Al- 
bert C. Burrage; Secretary, Luther M. Harris; Directors, 
Edwin F. Perkins, Louie J. Harris, Albert C. Burrage, 
Larne M. Harris, Art — W. Crossley, W. W. Carter, 
G . Denham, Boston; C. J. Seymour, Brookline; Ches- 
ter T. Linley, Spencer, Ms ass.; G. H. Poor, T. P. Shaw, 
Parti und. Mr, Thomas P. Set is the Paymaster of the 
Maine Central. Mr. Geo. H. Poor has been 25 years in 
the railroad service. He was Manager of the American | 
Brake Co. of St. Louis for six years, and Master Mechanic 
of the Portland & Ogdensburg nine years. 





The Shoemakersville Disaster, 

Northbound express train No. 3 on the Philadelphia & | 
Reading was derailed on the evening of Sept. 19, about | 
six o'clock, half a mile from Shoemakersville, Pa., | 
and the engine and five cars were precipitated into the | 
Schuylkill River, killing 21 and injuring 30 persons, five 
of them being employés. The wreck was a very bad one, 
the track being some 20 or 30 ft. above the river, and 
some of the cars being partially submerged; many of the 
deaths were from drowning. Many of the bodies of the 
victims were not taken out of the wreck until the 
second day. The derailment was caused by a rear 
collision of coal trains on the southbound track, some of | 
the cars being thrown over in front of the express | 
train and the latter coming upon them before there was 
time to send out a danger signal. 

\ coal train of 150 cars broke in two about 100 cars back 
of the engine. Another coal train of the same length, | 
folowing about 10 minutes behind, ran into the rear of | 


60 | i 


| considerably. 


the first 


caboose 


before it could be got under way again. 
and one or two cars were derailed, and part of 
the wreck was thrown over upon the passenger track. 
The evidence is not clear as to how much time the flag 
man of the first coal train had to get back with his flag, 
and as to how far he actually went back. It is probable 


that he had about 10 minutes to go back, and that he | 
went about 200 yards. The view from the first train was 
shortened by acut and a curve, and the grade was 


descending, oy ntly it was impossible to stop the 
train after the flag was seen. The express train reached 
the wreck be oa simultaneously with the collision with 
the freight train. rhe coroner's jury censured the flag 
man of the first train for not getting out and putting 


down torpedoe: while the train was losing time, It was | 
his duty under the rules to do this when a ‘rain was not 
running more than three miles an hour. The trair 
passed Perry, two miles from where the accident o« 


curred, 12 minutes apart 
From the testimony of the runner of the first train it 
appears that he struck a torpedo several hundred yards 


north of where the accident happened and had slowed 
down and “drifted” past the Shoemakersville station, 
but he put on steam again just before the break-in-two. 
He was running about 10 miles an hour when he passed 
Perry, two miles north of Shoemakersville. He thought 
that the express train was running from 50 to 55 miles 


an hour when it passed him. 


The engineer of the second coal train testified that the 
; Signal was seen about 500 yards before the rear of the 
first train was struck. He applied the driver brakes, 


but could not stop. He was running 10 to 20 (others say 
10 to 12) miles an hour and could have stopped in 1,200 


yards. The flagnian could have got back to where he 
was seen in three minutes. 
High Speed on the London & Northwestern. 

When recently returning from Edinburgh by the 
West Coast route, I recorded no less than six miles 
averaging 80 miles an hour. Three miles down Shap 
were runin exactly two minutes and fifteen seconds, 
and three more down Grayrigg in precisely the same 
time. The engine was of the Pre sthent type, 6 ft. 6 in 
coupled drivers, cylinders 17 in. 24 in., and the load. 


about ten coaches, or say 120 tons. The line falls 70 ft. 
per mile for about four miles from Shap Summit, then 
another one and one-half to two miles at about 40 ft. 
oe mile, after which there is a rise to Grayrigg Sum 

nit, 2614 miles, from Lancaster, where begins a fall of 
shout 44 ft. per mile, continuing for 14 or15 miles. Thx 
following are the times as recorded: 
| Mile 5 

from Seconds 
Lancaster M.S per mile Speed 
3746 Shap Si ni 0 0 
37 0 33 33 
36 1 57 
oo 2 18 48 

3 03 45 R) 

33 3 47 44 81.8 
| 32 433 46 78.26 
31 5 21 48 
Slack at Lowgill 
23 l4 19 
22 15 08 49 73.4 
21 15 57 49 73.4 
vat) 16 45 18 vi 
19 
18 46 78.26 
17 44 81.8 
16 45 St) 
15 16 78.56 
14 46 8.26 
13 46 78.26 
12 48 7 





The slack at Lowgill may be taken as involving a loss 
of quite one minute. Posts 35 to 32 and 18 to 15 were 
done at an average of 80, posts 20 to 13, or seven « onsecu 
tive miles, were done at an average of 79, and posts 


3l and 21 to 12, or 14 miles altogether, were done at an 
average of 78. I was sitting in a compartment of an 
| eight-wheeled coach weighing about 19 tons. Notwith 
standing the extraordinary speed the absence of oscilla 


both the carriage itself and 
being ina state which it would be 


tion conclusively testified to 
the permanent way 


|} unhandsome not to describe as perfection. I except, 
| however, from this remark a piece of line a few miles 
south of Oxenholme, where, for some reason or other, 
for about a quarter or half a minute, the train rocked 


But for this trifling exception there was 


nothing, so far as any motion of the carriage was con- 
cerned, to tell the passenger whether he was going 80 
miles an hour or 18,—Correspondence of W.C, H. Church 
in Engineering. 

A Passenger Train Wreck . 

At eight o’clock p. m., Sept. 21, a bad collision took 
place between two passenger trains in Chicago. An ex 
cursion train of the Illinois Central was standing 
blocked, on the track of the Chicago, Burlington & 
Quincy. A suburban train of the latter road ran into 
| the rear of the excursion train, telescoping three cars, 


killing seven people We 


have 


and injuring a large number. 
not yet learned the cause of the collision. 


LOCOMOTIVE BUILDING. 


Three new 10 wheel en; gines have just been received by the 
Western of Alabama. They have 18 x 24 cylinders, and 


weigh 165,000 lbs. each. 


The Baldwin Locomotive Works have an order for two 
locomotives for the government road at the Cape of 
Good Hope, Africa 

CAR BUILDING. 

The Savannah & Western division of the Central of 
Georgia this week received four new passenger cars 
from the Ohio Falls Car Co. 

[he South Baltimore Car Works will soen begin the 
| delivery of 500 box cars for the Baltimore and Ohio. 
| Eight or ten cars will leave the shops daily. The con 
tract was given out the past summer. The cars are 


ft. long and have automatic couplers and air brakes. 
They will be painted green and marked with a white 
shield, which, it is stated, will mean that they are to be 
used for transporting general merchandise. 

rhe shops of the Minnesota Iron Car Co. at 
Duluth, inn. will be running with a full force 
in all departme nts on Oct. 1. “Under the reorganization 
the officers are a Anderson, President; Col. W. 
<. Tanner, General Manager, Secretary and Treasurer, 
jand R. L. Ettinger, a The company 


starts with a large order 
Co. 

The representative of the Colonial Government rail- 
roads of the Cape of Good Hope now in this country has 
placed an order for 12 iron tubular cars with the Iron 
Car Equipment Co., of New York. 
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Buena Vista, Va.—The West Buena Vista Co. 
contracted with the Pittsburgh Bridge Co. for an 
head iron bridge to commence at intersection 
Sycamore avenue and Twentieth street, and cross abo 
both the railroad tracks and the yard and side tracks 
the Buena Vista Iron Co. 

Burlington County, N. J.—Nine bids were receiv« 
for building the iron drawbridge over the Mullica River 
between Burlington and Atlantic Counties. The ‘ 
bid was $29,000, from Dean & Westbrook, of New Yor 

Helena, Mont, sids are invited for the construct 
of a bridge, 50 ft. span, across Ten Mile Creek, om the 
Benton road. Bids to be accompanied by plaa 
specifications, and will be received by J. S. Tooke 
elena Mont., until Oct. 15. ‘ 

Malden, Mass.—The contract for the iron brid 
the Boston & Maine, at Malden, has been awarded 
Ellis. 

Portland, Or.—Kilpatrick Bros. & Collins, contra 
tors for the Portland & Seattle extension of the Unior 
Pacific, have let a contract to N. J. Blagen. of Port! 
for the construction of al! the trestle bridges onthe 1 
from Portland to Seattle, also the furnishing of al 
timber, iron and all other material needed 

Seaford, N. J. A steel bridge has been built acros 
the Nanticoke River, at Seaford, by roan De la aware R 
road, in place of the old wooden ucture. The ne 
bridge is 176 ft. lorg 

Various Projects.—The Western New York & Pet 
sylvania has erected the following new iron and 
bridges: Oil City, two spans, ir length, 30% 
Petroleum Centre, two spans, Lye length 04 ft.; War 
ren, three spans, steel, length, f Larabee, one sp 
iron, length, 154 ft Oswayo gis one span, 
length, 133 ft.; Tuscarora, one span, iron, length, 100 f 
Rochester, one span, iron, ler ngth, 67 ft.; Rochester 
span, iron, length, 106 ft. Contracts have been award: 
for the following: Allegheny, two spans, iron, lengt) 
328 ft.; Arcade, one span, iron, length, 119 ft.; Frank 
ville, one span, iron, length, 108 ft.; Portville, one sp 
iron, length, 68 ft. These ridg 8, except the tw 
Rochester, replace wooden 01 It is intended t 
stitute iron and stone structures ; for those now f w 
as fast as renewal is require + 

Washington, D. C.—The Senate has passed the f 
lowing bridge bills For a railroad bridge across 
Illinois River between Columbiana, in Greene Cour 
and Farrowtown, Ill.; Mobile, Jackson & Kansas Cit 
cross certain rivers in the state of Mississippi; to aut 
ize the construction of a bridge across the Alahar 
River at Selma, Ala., by the Selma & atawbaValley R 
road: to authorize the Canaveral & South Florida R 
road to construct a bridge across the Indian River 
one across the Banana River in Florida; to authorize 
Cairo & Tennessee River Railroad Co. to const 
bridges across the Tennessee and Cumberland rivers 
authorize the construction of bridges over the Savar 
nah, Ocmulgee and Oconee rivers by the Macon & At 
lantic Co.: to authorize the construction of a br 
across the Savannah River by the Middle Georgia & 
lantic Co.; to authorize the Chicago, Henderson, Bow 
Green & Chattanooga to construct a bridge over G1 
and Barren rivers, in Kentucky, with 
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Oct. 15, to ratify the purchase of the Northwestern ( 
& Navigation Cempany’s property. 
Oe & Baltimore Short I annual, Balt 
| Md., Oct. . 
Boston rr ‘Providence, annual, Boston, Mass., Oct 
Carolina Central, annual, Beach and West str 
| New York City, Oct. 9. 
Chesapeake d Ohio, annual, Richmond, Va., Oct 
Cincinnati, Jackson & Mackinaw, annual, Van \ 
, Oct. 1. ‘ 
“inetnnati, New Orleans & Texas Pacifi annual 
cinnati, O.. Oct. 20 
| a. Cincinnati, Chicago & St. Louis, ani 
| Cincinnati, O., Oct. 29. 
Cincinnati, Sandusky & ¢ leveland, annual, Sand 
, Oct. 17. w 
" ‘olumt yus, Springfield & Cincinnati, annual, Colun 
)., Oct. 21. 
Cumberland Valley, annual, Harrisburg, Pa., Oct. ' 
Detroit, Grand Haven_cd& Milwaukee, annual, Det 
Mich., Oct. 6. ; = 
Evansville & Terre Haute, annual, Evansville 
| Oct, 20. : 
Great Northern, annual, St. Paul, Minn., Oct. =. 
Illinois Central, annual, Chicago, Ill., Oct. 8. 
Knoxville Belt, special, 126 Gay street, Knoxville, T 
Nov. l. ' : 
Knoxville, Cumberland Gap d& Louisville, specia! 
Gay street, Knoxville, Tenn., Nov, 1, 
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’ . , | 
Gay street, Knoxville, 


B loomington, Il., 


lransfer, annual, Hudson, 


Oct. 1. | 


| gate the comparative advantages of operatin 


Consolidated, annual, | 


il, Louisville, K 
annual, 


y., Oct. lL. 
Memphis, 


‘ras, 


Milwaukee, Wis., 


t] innual, 


Minn., 


Minneapolis, 
" Building, 


entral Union Depot, Cin- 





35 Wall street, | 


! 
H. Thomas, 
L. R. 


examination).—W. 


pee for conducting the 
John W. Luttrell, 


Player, F. D. Casanave, J. 
Pomeroy. 

Oxverating Locomotives With Differe nt Crews (to investi 

locomo 

the “first in and first out” 

lan, and that of confining men to certain engines, the 


tives with different crews on 


f 


atter not running a greater number of miles than can 
be rendered by their regular crews; discuss any im 
wereries ‘nt in the method of running engines).— Ross 


| Kells, .. W. Reynolds, F. Turreff, C. G. Turner, 
| John A. at 

| pdb for Heavy Passenser and Fast Freight 
; Train Service (to investigate the types best suited 
for this service, and the relative economy and safety 


| of eight-wheel, ten-wheel and mogul locomotives for the 
service in question.)—Pulaski Leeds, James Meehan, E. 
M. moet, C. E. Smart, W. A. Smith. 











Mass., Sept. 30. Electrical Appliances for Railroad Use (to report on 
annual, Ottawa, Ont., | the ueen rress of electricity into motive power, car light- 
|ing. signaling, welding and kindred uses).—T. W. Gen 
special, Laclede Build-| try, G. B. Hazelhurst, Albert Griggs, John Ortton, F. 
O onsider the sale to the | W. Dean. 
| & | | Standards of the Associatior.—Wm. Swanston, Wm. 
ninal, special, Laclede | Garstang. C. H. Cory, J. S. McCrum, Thomas Shaw. 
O to vote upon apro-| OUbituary—H. N. burford.—J. W. Addis, R. H. Briggs, 
ock. J.C. Ramsey. 
St. Paul, Minn., Oct. 9. Obituary—J. M, Sanborn.—G. W. Stevens, W. L. Gil 
, il, Portsmouth, Va., Oct. 7. | more, J. 5S. 
Baltimore, Md., Oct. 15. Obituaru VM. Britton.—G,. H. Hazelton, N. E. Chap 
f urgh, special, Piedmont, | man, Re uben We lis. 
Disposal of Boston Fund.—J. N. Lauder, J. N. Barr, 
Technical Meetings Angus Sinclair 
el of railroad associations and To Confer with wt soma of Maste r Car Builders 
on tation * {ssoci ition nm Bi inging Conrentions Close R: Toge the r.—Q., 
whe d Sacone tendents wil] | Stewart, Charles Graham, David Clark, G. W. Stevens, 
. gr Seg ergy John Mackenzie 
\ew York City, Oct. 7. Cnn P . , y . . 
will hold its next semi On Subjects for Inve stigation and Discussion.—W illiam 
Brunswick in New York H. Le wis, John Wilson, Peter H. Peck. . ' 
Executive Committee and Trustees of Boston Fund and 
b aneete at ite veces in Printing Fun John Mackenzie, John Hickey, William 
Hot Beach street, Boston, on the Garstang, O. Stewart, Angus Sinclair. 
nth, except June, July a of Boston Fand,—J. H. Setchel. 
hairmen of committees are requested to note the 
ids regular meetings on following resolution, adopted at the last Convention: 
except June, July and tesolved, That the chairn en of committees be required 
ery Building. Chicago, | t Send in their reports to the Secretary, not later than 
May 1; and that the Secretary be instructed to have re- 
meets at its rooms, 113 | Ports printed and sent to members in time to be read be- 
City, at 7:30 p. m., on the fore the Convention meets. 
American Society of Railroad Superintendents. 
eets at the Hotel Iro- The nineteenth meeting of the society will be held at 
, h We dnesday of January, | Hotel Brunswick, Fifth avenue and Twenty-sixth street, 
November. : New York City, on Tuesday, Oct. 7, 1890, at 10 a. m. The 
» meets on the first Satur- business will include: 
St. Paul Union Station at 7:30| Reports of Standing Committees: on Roadway. J. B 
. Morford, Chairman; on Machinery, G. W. Beach, Chair 
idge Association sneets | man: on Transportation, Robert Blee, Chairman. 
second Wednesday of An address by Mr. H. H. Westinghouse, on Recent Im 
the directors’ room of the provements in the Air Brake. 
in the months of July feading of papers on the following subjects: The Sys- 
Pm Bar Ar RN tematic Handling and Distribution of Cars, by W.G 
Anse he nts suis: | Wattson; on Rail Fastenings and Rails, by James 
W ednesday in each month. | Churchward, C. E. Remarks on Semaphore Signals and 
Soci i East Twenty-third street, | [nteriocking. by the Secretary. 
. There will also be a general discussion on the experi- 
hs as holds its regular ence of the members with the Standard Code of the 
as es at iW p. ™.,! General Time Convention. The question of social enter- 
monte. : | tainment of members as a feature of the annualimeetings 
eers holds its regular meet- | is under consideration by the executive committee. 
7 W yzton street, Chicago, at 
We lay in each month. Master Car and Locomotive Painters’ Association. 
holds regular meetings We gave last week a report of the proceedings of the 
uch lding, corner Fourth and | earlier sessions of the convention of this association. In 
he first and third Wednes- | the session of Sept. 11 the first subject brought up was 
that of an “Economica! Eradicator of Iron Rust.” Mr. 
a phia holds regular meet- | Quest reported that he had tried several means for 
122 Girard street, Phila- | cleaning plates affected by iron rust, but with indifferent 
success. He had had best results from a combination of 
Western Pennsy/vania holds | sulphuric and nitric acid, which, however, is dangerous 
luesday tn each month, at | to handle and injures the iron if not thoroughly cleaned 
enn Building, Pittsburgh, | off with al’cali¢ and so he has fallen back on the old 
method of scrapi, rand scouring with sandstone, No 
vati holds its regular | body had anything better to suggest. 
rhursday of each month A long discussion then took place upon the subject of 
N 44 West Fourth street, Cin-| the “Most Economical Way of Laying Gold Leaf.” The 
almost universal verdict was that it could be most eco- 
Cleveland holds regular | nomically used from the book, while in some cases other 
é iy of each month, at 8:00 | methods use less leaf, they cost more in time. 
Libs ding, Cleveland. Semi A report was then read from A. T. Schroeder, of the 
re held on the fourth Tuesday of the | Chicago, Milwaukee & St. Paul on the subject of “Tests 
for Varnishes. At the suggestion of Mr. Barr, Super- 
4 nsas City meets in Room | intendent of Motive Power, more than 200 cars were 
1s City, Mo., on the second | varnished with 17 different brands of varnishes. Two 
different kinds of varnish were applied on one side of 
of the Southwest holds | the car meeting in the middle. hen, by observing the 
nd Thursday evening of | wear of the varnish, several brands were very quickly 
it the Association headquarters, | eliminated, and the one which had given the best results 
Court, Nashville, Tenn. was used as a standard for comparing those which were 
Society of St. Paul meets at St.; thought worth further trial. Up to the present the 
rst Monday in each month. trials have not resulted in the selection of any one brand. 
ivil Engineers meets at Hel-| After about 10 months of service, a car finished with 
on the third Saturday in each | two brands of varnish, which showed no difference in 
appearance, was subjected to the oil test. Drops of oil 
socia of Kansas holds regular | were applied to different points on the surface, and the 
Wednesday in each month at! varnish which absorbed least of the oil was the one 
selected of those two brands. 
way Master Mechanics’ Association. It was moved that a committee of 12 be appointed to 
. get up a set of comparative panels; panels to be prepared 
mmittees for the coming year have | according to a formula of the secretary, and others ac 
n the various topics: ’ . |cording to the formule of the members. This motion 
N i Steam Passages (to investi-! was carried. 
roportion to cylinders —C.| Mr. W. T. Hogan, of the Atchison, Topeka & Santa 
“ L. C. Noble, F, C. Smith, John | pe submitted samples of his standard instructions for 
, : | painting rolling stock. He has two sets of instructions, 
~ ul and Mechanical.—George | one for cars and one for locomotives, and he thus secures 
G. W. West, L. S. Randolph, D. L.| gniformity over the entire system. Blue prints showing 
: F of Placing the Fire-boz | the lettering, painting and ornamentation are furnished 
nd B - riffiths, Soin Mase | with the formule and instructions for painting. _ 
cred. D> & . | petition to Congress to regulate the adulteration of 
, eonard, Louis F, Lyne. paints, which had been signed by 10 other master paint 
Steel and lron Awles,—John Macken- | ors’ associations was adopted 
" QS ‘ * Te 7 os = . 
John Cook, E. B. Wall, Thomas| “Washington, D. C., was selected as the next place of 
enina of Feed Water,—W. T. Small, | ™°°®- 
\ n, A. W. Quackenbush, J. B. pcty PERSONAL. 
sage digcael Coupler Question (to in-| —Chairman J. F, Goddard, of the Western States Pas 
er the association can indorse the action | ,onger Association, refused the proffered chairmanship 
Builders’ Association from a mechani- | of the Southwestern Railway and Steamship Associa- 
recommending the vertical plane type | ation this week “ 
indard John Hickey, G. W. Rhodes, | “ , 
R. H. Blackall, M. N. Forney. —Mr. W. H. Knowlton, Chief Engineer of the Duluth & | 
f Locomoti kngineers and Firemen | Winnipeg road, has resigned that position and is re- 
es relating to the use of fuel, care of the} ported to have been appointed to an office in the en- 


ind ability to deal with disorder or disability 
ry; to what extent practiced and the best 





ineering department of the Great Northern road on the 
Pacific Coast extension, 




















—Mr. T. W. M. Draper, who became « wi 
the Atlantic & Danville during its constr as re 
signed his position of Consulting Engineer of tl ( 
pany and has accepted a similar office wit . 0 
pany which is to build in Virginia 

Mr. H. 8S. Jacoby, Assistant Prof rof ¢ Eng 
neering at Lehigh University has been ele t 
Professor in the College of Civil Engineeri Cornell 
University in charge of graphi« ind bridge ¢« neer 
ing. He assumes his duties at Corn at 

Mr. Charles B. Couch, who resig: perin 
tendency of the Eastern Division of the Lake 5! & 
Michigan Southern some months ag when he was 
granted leave of absence on a: un f of 
his health, has been appointed Purcha \ wee Th 
Osition has become vacant recently b e death of M 
i C. Higgins 

Mr. Robert Dunbar died at Buffa N\ ‘ 1x 
aged 77 years. He was a well-known mecha il engi 
neer, and was owner of the Eagle Iron Wor! H nve! 
tions and improvements in grain elevators have been 
very important. He built most of those in Bufla ilso 
designing elevators at Liverpool and H Z., and 
Odessa, Russia, besides many in t ry and 
Canada. 

Mr. William E. Lewis, Assista Super det f 
the Long Island Railroad and Superintendent of 
Long Island Express Co., died in Long | nad ¢ Sept 
18. He was ill but a few days Mr. I } been 
with the Long Island (: il tw ur | was 
formerly Superintendent of the Mex Na und 
for three years from July, 1°80, had bee 1 he 
Cleveland, Youngstown & Pittsburg 

Mr H. C. Boug Superintende t | te 
burgh & Western road, has resigned t n 
on the Chesapeake & O} Mr. Be ! the 
empl y of the Wabash previ s to his ) é n with 
the Pittsburgh & Western when the former r was in 
the control of Receiver John MecNult ! when the 
present General Superintendent f the Chesapeake & 
Ohio was Assistant General S t lent f Wa 
bash 

Mr. Sanford Rankin, a we \ railr i i in 
the west, died in Chicago this w } j I n 
New York in 1817 and went to Cl Lure ls en he 
became connected with the United States Express Co 
Shortly afterward he entered the emy f Cy} ) 
& Alton Railroad, and was afterward appoir neral 
Eastern Se ng Agent of the Chicago & \ ern 
a place w bh he held for 16 year After ume 
Genera ener Avent of the Wa 

Mr. Elliott Holbrook has been appoint _ nd 
ent of the Pittsburgh Division i I “a io 
road. He succeeds Mr. J. V. Patt: wil t ‘ to 
accept the office of General Manager of the | i wh 
& Western. Mr. Holbrook has he ! nt 

railroad positions ast spring he! ned 1 ol 

f General Su ntendent i & |! 
Erie road and s Aug. | bee i { 1 
gineer of the Staten Island Ray 

Mr. W. W. Dunnavant. D — ‘ f 
the New York, Lake Erie & Wester !  @ 
has resigned that positior Mr. D na en 
connected with this compar S e 1Ssi ng 
Passenger Agent, his title being inged “ 
weeks ago He had beer pre \\ ! ! nti 
& Great Western as Joint Passenger Age l 
and the Pittsburgh & Lake Er at Pit I ! ! x 
years. His railroad service begat 1suiv ph 
operator 

Mr. Horace M. Porte Press Age | ‘ 
yhia & Re i nd eld ( H e! 

ice President of Pullmar Pa e { { his 
home in Philadelphia last wee} Sl ! yrad 
uation from Princeton College Mr rter entered the 

service of the Philadelphia & Rea ns i i i 
tion in the office of the Ge ral Store ! | ding 
as a clerk in May, 18° In N mber of eal 
he went to the ofhee of Superintend: f id 

yhia and New York divisio I phia, where 

1e remained until August of : eal f ‘ ip 
pointed Press Agent, being attached to the ge pa 
sengcr departm I of th I il nm he 

filled with much zeal, courtesy ar t 

Mr. George R. Kaercher. General ( f Phil 
| adelphia & Reading, was one of the f the i 
dent at Shoemakersville on Sept , Hew ’ sengel 
in the Pullman car, and bh ) xt 
morning in 5 ft. of water. Mr. Ka« n 
inentin the public affairs of Penr i V 
from his position with the railroad I " " 
independe nt of that connectior The mar eX} sions 
of soi1row received by his family, when | eat bee 
came known, included messages f1 Pre it M 
Leod, many of the bar and jud ul ind ber of 
the most prominent men of the stat« M ! reber 
was born near Pottsville, Pa whet l f \ ud 
settled before 1775 He stu l law a place 
under Franklin B. Gowen and Gk re de B. Keim 
| He was elected to several polit tic while 
District Attorney of Schuylk { he ! ‘ 
cution of the “ Molly Maguir i Son of 
| the most important of these cases ‘ Sehr 
| kill County, and when appealed to the Supreme Courts 
were argued by Mr. Kaercher. He generally practiced 
civil law, and in 1883 was given charg: f the legal 
affairs of the Philadelphia & Reading Railroad and Coal 
and Iron Companies. While in this positi ! been 
prominently identified with all the litigat with other 
corporations, together with those of the Cent f New 
Jersey. During the receivership of the Read og Com 
panies Mr. Kaercher acted as one of the « ! for the 
| receivers, and, for some time, represe! i the ra 
road company. Upon the reorganization of the mpa 
| nies Mr. Kaercher panne uke resumed charve of 
their legal affairs. Latterly he has taken a lead part 
in advocating the construction of the proposed elevated 
terminal railroad in Philadelphia 

ELECTIONS AND APPOINTMENTS. 
Alabama Midliand.—C. P. Atmore, Jr., ha een ap 
| pointed Traveling Passenger Agent of this mp 
with headquarters at Louisville, Ky 
Atlantic & Danville R. M. Stuart Wortley former! 

Auditor, who was elected Treasurer a few mont wo 
has been chosen Vice-President. His office is Dan 
yille, Va, 
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Baltimore & Ohio.—Elliott Holbrook has been appoint- 
ed Superintendent of the Pittsburgh Division of the 
road, with headquarters at Pittsburgh. 


Chesapeake ad: Ohio,--A. J. Haller has been appointed 
Assistant Master Mechanic of the road, with office at 
Covington, Ky. T.S. Lloyd has been appointed Master 
Mechanic of the James River, Richmond and Pennsy]l- 
vania division, with office at Richmond, Va. 


Chicago d& Erie.—George A. Coe has been appoinved 
Assistant Superintendent of the Chicago & Erie, and 
will be placed in charge of the division from Huntingdon 
to Chicago. Mr. Coe was coe | Chief Dispatcher of 
the Lake Shore at Toledo. He will enter upon his duties 
Oct. 1. 

Hereafter all communications for the office of the Gen- 
eral Se should be addressed to Cleveland, O. 

W. J. Holmes has been appointed Superintendent of 
Telegraph, with headquarters at 21 Cortlandt street, 
New York City. i 

M. L. Fouts, for 30 years City Passenger and Ticket 
Agent at Cleveland, has been given the title of General 
Agent of the passenger department, with office at 
Cleveland. His jurisdiction will extend over the greater 
portion of the New York, Pennsy!vania & Ohio and con- 
tributing territory, the division passenger agents re- 
porting tohim. The following promotions have been 
made, taking effect Oct. 1: H. W. Forward will be Di- 
vision Freight Agent of the Eastern Division, with 
office at Huntington, Ind., and C. L. Thomas will be Di- 
vision Freight Agent of the Western division, extending 
from Chicago to North Judson, inclusive, with office at 
Chicago. 


Chicago, Milwaukee & St. Paul.—At the annual meeting 
held in Milwaukee this week the old directors were re- 
elected as follows: Roswell Miller and Philip D. Armour, 
Chicago; Frederick Layton, Milwaukee, and August 
Belmont, Jr.; Frank S. ond. Hugh T. Dickey, Peter 
Geddes, George C. Magoun, Joseph Milbank, William 
Rockefeller, Samuel Spencer, A. Van Santford and J. 
— Wright. The directors re-elected the present 
officers. 

George W. White, Western ressengee Agent, having 
resigned, to take effect Sept. #0, W. S. Howell has been 
appointed Te Freight and Passenger Agent, tak 
ing effect Oct.1. His headquarters will be at No. 1501 
Farnam Street, Omaha, Neb. 


Cleveland & Pitisburgh.—J. J. McCormack, at_present 
Agent at. Newburg, O., has been promoted to the posi- 
tion of General Passenger Agent of the River division 
at Bellaire, O. 


Delaware & Lancaster.—The appointment of John O. 
Keim to the position of Superintendent and Traffic 
Agent of this new road has been announced. Mr. Keim 
has been connected with the traftic and operating de- 
partments of the Philadelphia & Reading for 19 years. 
uatterly he has been the City Freight Agent of the com- 
pany at Sixth and Chestnut streets, Philadelphia. 


Delaware & North River.—A meeting of the company 
was held at No. 10 Wall street, New York City, this 
week, to elect directors and to consider the consolida- 
tion of the road with the Port Jarvis, Monticello & 
New York Railroad. The following were elected direc- 
tors: Hugo Rothchilds, P. E. Farnham, Abraham J. 
Hardenberg, O. P. Howell, Howard H. Morse, Isaac N. 
Cox, L. E. Schoolmaker, Charles St. John and W. B. 
Zouse. The ofticers are: President, Isaac N. Fox, of 
Ellenville, N. Y.; Vice-President, Peter E. Farnum, of 
Port Jarvis; Secretary, Charles St. John. The question 
of consolidation was discussed, but no definite conclusion 
was reached. 


Eastern Minnesota.—Col. W. P. Clough has resigned 
the Presidency of the road and W. S. Alexander has 
been elected to succeed him. 


Fitchburg.—G. E. Dudley will become Division Freight 
Agent of the road Oct. 1, C. L. Van Woert having re- 
signed. Mr. Dudley’s headquarters will be at Troy, N. 
¢ 


Fort Wayne, Cincinnati & Louisville—A. G. Young 
has been appointed Assistant General Freight Agent of 
the road in place of S. A. Wikel, resigned to accept ser- 
vice with another company. 


Gainesville, Jefferson d& Southern.—The annual meeting 
of the stockholders of the company made no chang: in 
the Board of Directors, except that the vacancies caused 
by the deaths of K. L. Boone and D. R. Lyle were filled 
bd my election of John A. Smith and H. D. Me- 

Janie]. 


Great Northern,—S. E. Dana, General Baggage Agent 
of the St. Paul, Minneapolis & Manitoba, has been ap- 
pointed General Baggage Agent of the Montana Central 
and Eastern Minnesota roads. His title will now be 
' veneral Baggage Agent of the Great Northern Railway 

sine, 


Harmon, Parsons cd Rowlesburgh.—The names and ad- 
dresses of the incorporators of this company, referred to 
last week, are as follows: James Goodfellow, William 
H. Smith and Julius B. Price, Jr., of Philadelphia, Pa.; 
Charles H. Barritt, County of Philadelphia, Pa.; Chas. 
G. Mayhew, Wayne, Pa. 


Kansas City, Fort Scott & Memphis.—A. S. Blodgett 
has been appointed General Roadmaster of the Kansas 
City, Memphis & Birmingham, with office at Memphis, 
Tenn., to succeed J. E. Beck, who has resigned to accept 
a position with the Panama road. 


Lake Shore & Michigan Southern.—Charles B. Couch 
has been appointed Purchasing Agent of this company, 
in place of L. C. Higgins, deceased. His office will be at 
Cleveland, O. 


Louisville d& Nashville.—H. F. Smith has been appoint- 
ed Superintendent of the terminals of the Louisville, 
Cincinnati & Lexington division of the Louisville & 
Nashville at Louisville, Ky. He will also have charge 
of the Louisville division and points near Louisville. 


Louisville, New Orleans & Texas,—T, J. Ansley, former 
Roadmaster of the Mobile & Montgomery, and recent] 
with the Alabama Midland, has been appointed Road. 
master of this road. 


Louisville, St. Louis & Tewas.—J. K. McCracken has 
been appointed General Manager of the company. The 
heads of the various departments of the service will 
report to him and be ey by his orders and direc- 
oe office will at 251 Fourth avenue, Louis- 
ville, Ky. 

S. A. Wikel has been appointed General Freight and 
Foaenge Agent, in place of J. K. McCracken, pro- 
moted. 





Minneapolis, St. Paul & Sault Ste. Marie.—The annual 
meeting of the road was held in Minneapolis, last week. 
The old directors and officers were re-elected. President, 
F. N. Finney; Vice-President, R. B. Langdon; Secretary 
and Treasurer, W. S, Larkin; Board of Direct-rs: W. D. 
Washburn, Thomas Lowry, R. B. Langdon, John 
Martin, J. S. Pillsbury, F. N. Finney, and W. C. 
Vanhorne. 

The annual meeting of this road was held in Minne. 
apene Sept. 10. The old directors and officers were re- 
elected. President, F. N. Finney; Vice-President, R. 
bk. Langdon; Secretary and Treasurer, W.S. Martin. 
Board of Directors, W. D. Washburn, Thomas Lowry, 
R. B. Langdon, John Martin, J. 8S. Pillsbury, F. N. Fin- 
ae and W. C. Van Horne. 

. H. Hibbard has been appointed General Passenger 
Agent, assuming his duties Sept. 15. His office will 
be at Minneapolis, Minn. Mr. Hibbard also holds a 
similar position on the Duluth South Shore & Atlantic. 


Nashville, Chattanooga & St, Louis.—W. F. March has 
been appointed Assistant General Passenger and Ticket 
Agent of this road. 


Penobscot Shore Line.—The following officers have 
been elected by this company, the successor of the Knox 
& Lincoln: Arthur Sewall, President, Bath, Me.; Pay- 
son Tucker, General Manager, Portland, Me.; F. H. Low, 
a Bath, and W. L. White, Superintendent, 

at 


Pittsburah, Cincinnati, Chicago d& St, Louis.—The fol- 
lowing officers were elected at a meeting in Philadelphia, 
Sept. 18: George B. Roberts, President, Philadelphia; J. 
N. McCullough, First Vice-President; James McCrea, 
Second Vice-President; Thomas D. Messler, Third Vice- 
President and Controller; John F. Davidson. Treasurer; 
S. B. Leggett, Secretary, all of Pittsburgh; Stephen W. 
White, Assistant Secretary, Philadelphia; Joseph Wood 
General Manager, Pittsburgh, E. B. Taylor, General 
oo tale weeny of Transportation, Pittsburgh; John F. 
Miller, General Superintendent, Columbus, O. 


Port Townsend & Southern.—C. C. Jacobs has been 
made Assistant Superintendent of the “iN & Tenino 
branch, with headquarters at Olympia, Wash. 


Rondout Valley.—Isaac H. Cox, Walter S. Cox, John P. 
Cox, George B. Childs, W. S. Doyle, Theodore Wilklow, 
John G. Du Bois and George Young, of Ellenville, N. Y.; 
Laville Wilkinson, of Kerhonkson; John H. Drake and 
W. D. Shatton, of Middletown; John C. Hoornbeck, of 
Wawarsing, and H. F. Jones, of Brooklyn, N. Y., are 
the directors of this company whose incorporation was 
recently noted. 


St. Louis, Alton & Springfield.—W. W. Arnold has been 
appointed Superintendent of the road, vice M. T. Sey- 
mour, resigned. 


St. Paul, Minneapolis & Manitoba.—At the annual 
meeting of this company, held Sept. 11, at St. Paul, 
Minn., James J. Hill, Sir me Stephen, Sir Donald A. 
Smith, George Bliss, Samuel P. Hill, W. P. Clough and 
M. D. Grover were elected directors. 


West Shore.—The office of J. P. Bradfield, Superin- 
tendent of the Hudson River Division of the road, and 
the dispacher’s office, have been removed from Kingston 
to Weehawken, N. J. 


Winona & Southwestern.—E. J. Hornbrooke has been 
appointed General Fassenger Agent, with headquazters 
at Winona, Minn., his title being General Freight and 
Passenger Agent. 


RAILROAD CONSTRUCTION. 
Incorporations, Surveys, Etc. 


Aberdeen & Pierre.—Grading on this line, between 
Aberdeen and Pierre, S. D., has been begun, and it is 
expected to have some of the track laid this season. 
The line will be about 100 miles long. 

Thirty grading contracts have been let on this line, 
and active operations were begun last Monday. 


Alabama Mineral.—John Sullivan, who had the con- 
tract for building the first 10 miles of the 33-mile ex- 
tension from Sylacauga to Calera, Ala., has completed 
his contract and removed his outfit to Troy. 


Albany, Florida & Northern.—The Chief Engineer 
advertises that the contract for the tracklaying and 
surfacing on the 35 mies of this road between Albany 
and Cordele, Ga., will be let at once at Cordele. 


Baltimore Belt.—-The Belt Company has recorded a 
first mortgage to the Mercantile Trust & Deposit Co., 
covering an issue of $6,000,000 bonds —' five per 
cent. interest. The mortgage covers the entire line of the 
road. The Baltimore & Ohio has a contract for the use 
of the Belt lines, and in part return for this indorses the 
bonds and agrees to make up all deficiency in the net 
earnings of the line. 


Canadian Pacific.—The grading of the roadbed for 
the extension of the Glenboro Branch from its present 
terminal point to Souris pinay Man., having been com- 
pleted, a large gang of men have commenced the work of 
tracklaying. It is expected that the line will be ready 
for train service in two or three weeks. Engineers are 
surveying a connecting link between the company’s 
yards at Ingersoll and the West Onta.io Branch, six 
miles west of Thamesford, Ont. It is said that the com- 
pany intends to abandon the line between Thamesford 
and Woodstock for through traffic on account of the 
heavy grade west of Woodstock. Thecompany willsoon 
erect a large brick station at Ingersoll which will be com- 
pleted this fall. 


Carolina, Knoxville & Western.—J. G. Gibbs, of 
Columbia, S. C., has just completed a preliminary sur- 
vey between Greenv ood and Johnston, S. C., a distance 
of about 35 miles. The survey was made for a committee 
of the citizens of Greenwood, who have requested the 
officers of this company to adopt the route just surveyed. 
The road is graded between Ninety-Six and Johnson as 
a narrow gauge line. The Greenwood people desire that 
the line be built from Greenville to Greenwood, and 
thence to Johnston, and had this survey made. The 
Ta one line touches the old grade about 12 miles from 

xreenwood. 


Carolina Sonthern.—The company has secured the 
entire right of way from Cheraw to Sumter, S. C., and 
the solicitor of the road is now negotiating for the rights 
of way through Sumter. The surveys were made in 
ae and May. The length of the road will be about 65 
niles, 





Chicago, Milwaukee & St. Paul.—The company 
has made a proposition to the city authorities of Minne- 
apolis to abolish grade eunesings on its Hastings & Da- 
kota division within the city limits. The grade of the 
road will be raised from 6 to 8 ft., and the streets low- 
ered enough to allow travel under the tracks. The 
company agrees to build bridges over streets constructed 
before the road was built, but asks the city to build over 
all that have been opened since. This makes 18 bridges 
for the company to build and 23 for the city. The total 
— is estimated at $72,000 for the road and $92,000 for 
the city. 


Cleveland Belt.— Most of the surveying for this belt 
road at Cleveland, O., which is to be built by the Cleve- 
land & Canton, has been finished. One engineering corps, 
however, is still engaged on the surveys. The right of 
way has been secured from near Houston street, where 
the line will leave the Cleveland & Canton to the Cleve- 
land, Cincinnati, Chicago & St. Louis tracks in the 
southwestern part of the city, and some work of con- 
struction has already been done. It will be prosecuted 
until the Lake Shore & Michigan Southern tracks are 
reached to the west, probably next spring, when the 
eastern branch of the belt line will be undertaken. 


Cleveland, Cincinnati, Chicago & St. Louis.—The 
engineers who have been surveying the new branches 
of this company in eastern Indiana to connect the 
White Water division with other parts of the system 
have finished the preliminary surveys for the line from 
Brookville through Liberty and Richmond to Union 
City. Itisa very direct line. The distance between 
the two pointe is 58 miles. The steepest grade will not 
exceed 40 ft. to the mile, and the curves will not exceed 
four degrees. 


Croton Valley.—A meeting of the stockholders was 
recently held at the office, No. 48 Wall street, New York 
City, at which steps were taken toward the issuing of 
bonds to pay for the construction of the road. Contracts 
have already been let ‘and the work of building the road 
will begin in a very short time. The road is to extend 
from Croton Landing, opposite Haverstraw, N. Y., 
through the county of Westchester to the state line, a 
distance of about 23 miles. 


Denver & Rio Grande.—The tracklaying on the nar- 
row gauge branch from Villa Grove, Col., south through 
the [San Luis Valley has been completed for a distance 
of 30 miles to Moffat, a new town. About 25 miles of 
the line yet remains to be finished to reach Alamosa, the 
southern terminus, 55 miles from Villa Grove. It is ex- 
pected to have the line ready for operation by Oct. 1. 


Drummond County.—Grading has been about fin- 
ished on the extension from Drummondville southeast 
to Ste. Rosalie, P. Que., near St. Hyacinthe, a distance of 
over 26 miles, This extension is built to make a connec- 
tion with the Grand Trunk and Canadian Pacific road, 
which is effected at Ste. Rosalie. The tracklaying was 
begun agg ogy Sage about six miles of this work has been 
done - to the present time. The —— is laying 
about three-quarters of a mile of track a day. It is doing 
the work with its own forces, and no contracts have 
been let either for grading or tracklaying. 

There are only three small bridges on this section. The 
first one over the Black River is erected, being of steel 
and 55 ft. long; the other two bridges will be smaller. It 
is expected that the section will be completed and open 
for traffic this autumn. The grading is all earthwork, 
with maximum grades of 1 ft. per 100 ft. and curves of 
one degree. About 300 men are working on the exten- 
sion. The road is now being operated between Drum- 
mondville and Balls Wharf, on the St. Lawrence River, 
36 miles. Of this distance 23 miles was built from the 
end of the first 12144 miles constructed previously, com- 
mencing at Mitchell Station, and thence to the terminus 
of the road at Balls Wharf, crossing the northeastern 
and southwestern branches of the Nicolet River, over 
both of which steel bridges are built. The bridge over 
the southwestern branch is a single span of 200 ft., and 
the northeastern bianch bridge is a truss and girder, 712 
ft. long, on piers and pedestals 79 ft. above water level. 


Duluth, Crookston & Northern.—A first mortgage 
has been filed with the Secretary of State of Minnesota 
by this company to the Farmers’ Loan & Trust Co. of 
New York. The bonds issued on the security of the 
mortgage are to be at a rate note not exceeding $20,000 
per mile of road constructed. 


Duluth, Red Lake Falls & Northern.—Surveyors 
have started out on this line (formerly the Duluth, 
Northwestern & dears and will run aline from Red 
Lake Falls to Warren, Minn., thence across the Red 
River to St. Thomas, N. D. From Red Lake Falls the 
road will extend southeast, making a an air line to 
Wright, on the Northern Pacific, from which place the 
company will use the Northern Pacific tracks into Du- 
luth. 


Forest City & Sioux City.—Contracts will probably 
be let at once for the extension of this line from Gettys- 
burg southeast toward Huron, S. D., and the grading 
wil! be completed this season. The line now being op- 
erated is between Gettysburg and Forest City, a dis- 
tance of 16 miles. The extension to Huron will be over 
100 miles long. 


Fort Plain & Richfield Springs.—At a citizens’ meet- 
ing held in Fort Plain, N. Y., last week, $10,000 was 
subscribed for the purchase of the right of way through 
the town of Minden for this road. The right of way has 
now been bought between those points, and it is ex- 

ected that the road will be in operation by July, 1891. 
t will be 23 miles long. 


Fremont, Elkhorn & Missouri Valley.—The branch 
to Hot Springs, S. D., from Buffalo Gap westerly about 
12 miles, was opened for traffic Sept. 9. he ex- 
tension of the branch from Whitewood to Deadwood, 
S. D., along the Whitewood Creek valley, five or six 
miles, will be opened Oct. 15. 


Georgia, Tennessee & Illinois.—The company has 
filed a charter in Alabama for the proposed division of 
its road in that state, which will probably extend from 
Tallapoosa, Ga., southerly to Wedowee, Ala., a distance 
of 35 miles. The road was chartered in Georgia last 
year to extend from Tallapoosa to Chattanooga, Tenn., 
and during the past summer preliminary surveys have 
been made on this route. 


Grand Trunk.—The operation of the second track has 
been extended to Gananoque, Ont., 159 miles from Mon- 
treal. The company now has a continuous double track 
road between these points, and before the close of the 
year the second track will be ready for use for many 
miles west of Gananoque. The second track will be 
finished to Belleville, 220 miles from Montreal, next 
spring. Work is at present in progress at Kingston 

ills, The double track work east and west of Kingston 
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is very heavy, but is being pushed rapidly. A trestle 
bridge has been built alongside the iron bridge for work 
ing trains, and another bridge will be built this winter on 
the other side to carry the regular traffic while the old 
iron bridge is being removed. The new bridge will be a 
covered iron one, with a track lower than the present 
one, but without bringing the structure nearer to the 
locks. One of the massive stone centre piers has been 
removed, and a wider one with a more solid bottom will 
be built. A new city branch line will be built next year, 
giving a quick and easy run into Kingston, and avoiding 
the shunting now necessary up the main line. 


Houston, Central Arkansas & Northern.—The 
contractors, Henry, Forrest & Co., of St. Louis, have be- 
gun work at Alexandria, La., with about 150 teams. A 
much larger number will soon be working north from 
that point to meet the force building south from River- 
ton, La., the present southern terminus. The work has 
beeu in progress from Riverton for several weeks. The 
grading at Alexandria was begun at the Texas & Paci- 
fic tracks and will be continued to the Red River, which 
is to be crossed by a large bridge. 


Huron & Ontario.—At a meeting of the directors of 
the company held last week, an arrangement was made 
and a contract drawn up by which the charter of the 
road is to be transferred to M. G. Cameron, of Toronto, 
Ont., on behalf of a company represented by him, on 
condition that arrangements for the construction of the 
road be made to the satisfaction of the present directors 
within six months. 


Interoceanic.—Delfin Sanchez & Co., the contractors 
in chief, have received a report from H.H. Fiiley, the 
Chief Engineer of Sullivan & Hampson, the sub-contrac- 
tors for the work between Jalapa and Vera Cruz, 
stating that a through train will probably be run to 
Vera Cruz by Jan. 1 next, if they can keep the present 
force of men at work; but the completion of the line will 
not be delayed more than a month after the promised 
date. The little grading that remains to be done will be 
completed in two months. No tracklaying has been 
done at the Jalapa end of the line as yet, as the heavi- 
est work in cuts and fillings has been encountered there, 
and some of this work is still uncon pleted. Rails and 
ties for 15 kilometres of track are ready at Jalapa, and 
tracklaying will be pushed from thei place. Sixty-five 
kilometres of track are laid at the Vera Cruzend. Pas- 
senger traffic, which was temporarily intcrrupted be- 
tween Perote and Jalapa, has been resumed, and trains 
are now running daily between the City of Mexico and 
that point. 


Kansas City, Watkins & Gulf.—Seventy miles of 
this road have been graded from Lake Charles, La., 
northeasterly toward Alexandria, by the contractors 
Kennedy & Stone, of Topeka, Kan. Their present head- 
quarters are at Lake Charles. They have been engaged 
on the work since the latter part of June, 1889. About 
40 miles have been finished since last January. There 
are 200 men now at work. The track has been laid for 
10 miles. The maximum grade is less than one-half of 
one per cent., and the maximum curvature is one de- 
gree. The grading becomes heavier toward the north. 
The line has been Tecnbed to Alexandria, and the pre- 
liminary survey is now being made north of the Red 
River, and has been finished for 50 miles. Additional 
contracts may soon be let for the division north of Alex- 
andria. 


Little Falls, Mille Lacs & Superior.—Right of way 
agents are working to secure the right of way of this 
road from Little Falls, Minn., to Superior, Wis. The 
line will extend through the Mille Lacs reservation, and 
will be about 120 miles long. The Northern Pacific has 
a line between these points but little longer than this. 


Louisville, New Orleans & Texas.—The company is 
now operating its Helena extension to Helena, Ark. Al 
the new road has been completed for some time, but the 
extension could not be opened for traffic until the in- 
clines on each bank of the ——— River were fin- 
ished. ‘This has only just been done. The entire train is 
transferred across the river by a steamer. 


Macon & Atlantic.—The mennow at work on this 
road east of Dublin, Ga., number between 700 and 
800. The largest part of this force is employed ata 
point 10 miles east of Stillmore, ped west wardly in 
the direction of Wrightsville. This brings the work of 
construction within 30 miles of the Ogeechee River, and 
the permanent line has been located as far east as the 
Ogeechee River. The engineers in charge of this divi- 
sion have changed their headquarters from the west side 
of the river to the neighborhood of Guyton, where it is 
expected the corps will be encamped for the remainder 
of the month, during which time the line will be focated 
from the Ogeechee River, via Guyton, to Savannah. 


Marietta & North Georgia.—The Knoxville, Tenn., 
city council has unanimously passed an ordinance to 
issue city bonds for $275,000 in favor of the Knoxville 
Southern road, recently completed, and to take the com- 
pany’s stock at par value for the same. 


Mexican Continental.—A deposit of $50,000 forfeit 
money, as required by the San Roman concession, for 
five lines of railroads from the Rio Grande River to the 
Guatemalan border, has been made in the National 
Bank, at the City of Mexico. The deposit is in bonds of 
the public debt. 


Mexican National.—The work of laying a third rail 
on the Texas Mexican road from Laredo to Alice Junc- 
tion, 60 miles west of Corpus Christi, Tex., will be begun, 
it is reported, in a month. This will enable the trains on 
the San Antonio & Aransas Pass road to run over the 
Texas Mexican road into the yards of the Mexican 
National at Laredo. 


Millen & Southern.—The directors of the compan 
have just placed on record at Atlanta, Ga., as provide 
by law, resolutions adopted last May, authorizing the 
construction of three extensions of the road. The exten- 
sions are from Millen, on the northeast, through the 
counties of Screvenand Burke to the Savannah River, 
35 miles long; also from Sterling or some other point in 
Montgomery County, on the line of the Savannah, 
Americus & Montgomery, through the counties of 
Montgomery, Tatnall, Appling, are, and, if found 
practicable, through Pierce and Clinch counties. This 
branch isto be 130 miles long. Also from some point in 
Appling, Ware or Pierce County, through Pierce, 
Wayne and Glynn counties to Brunswick orits vicinity. 
This extension is to be 65 miles long. 


New Orleans & Northwestern.—The line from 
Vidalia, La., on the Mississippi River, opposite Natchez, 
Miss., northwesterly to Rayville, a distance of about 
74 miles, has been opened for regular business, and 
freight and passenger trains are now running over this 


] | Surveying the line in the city limits at 





division of the road. The line has been located to Bas- 
trop, 22 miles from Rayville, and grading has been in 
progress northwest from the latter town for some time. 


New Roads.—The citizens of Monroe, La., are secur- 
ing right of way for a proposed road from that town to 
Farmerville, a distance of about 30 miles. 

= Draper, of Norfolk, Va., is Chief Engineer 
of a proposed from Norfolk through southwest Vir- 
ginia and toward Bristol. 

At an election held in Greene County and at Greenville, 
Tenn., on Sept. 20, it was voted that the sum of $100,000 
be subscribed by the county and $25,000 by the town for 
a proposed railroad from Paint Rock, on the East Ten- 
nessee, Virginia & Georgia, northerly through Green- 
ville to Kingsport, near the Kentucky state line west of 
Bristol. Before this election $100,000 had been voted in 
aid of the enterprise. 

A local railroad committee at Henrietta, Tex., is nego- 
tiating with a contractor to undertake the construction 
of a road from Henrietta northerly to the Red River 
and through the Indian Territory to Trenton or near 
there to a connection with the survey made by the Chi- 
cago, Rock Island & Pacific for an extension of its branch 
which now reaches Minco. It is expected that the new 
road will be purchased by the Rock Island, when it ex- 
tends to the Red River. 


Norfolk, Va.—Tbhe Common Council has granted 
power to the Norfolk Co. to build its proposed bridge 
across Smith’s Creek on Botetourt street. A resolution 
was adopted instructing the city engineer to apply to 
the Board of Harbor Commissioners for permission to 
construct the bridge across Smith’s Creek. 


Ottawa & Parry Sound. -The survey of this road 
has been started on the line between Ottawa and Arn- 

rior. The road from Parry Sound northeasterly to 

msdale, Ont., and from Renfrew to Barries Bay has 
— been located. About 100 miles remain to be sur- 
veyed. 


Pittsburgh, Shanango & Lake Erie.—A construc- 
tion force was put at work last week at Osgood, near 
Greenville, Pa., on the extension of this road to Con- 
neaut Harbor, on Lake Erie, a distance of about 60 
miles. Most of the distance has been graded. It is 
stated that most of the tracklaying will be done before 
the close of the year. 


Port Arthur, Duluth & Western.—Construction 
work is being pushed rapidly. The contractor has a 
force erecting the small bridges and culverts west of the 
Kaministiquia River. The fencing for the first 20 miles 
is about complete; the roadbed is ready for the rails for 
this distance. It will be opened to Silver Mountain 
before November. 


St. Louis.—The company has filed articles of organiza- 
tion in Wisconsin to build a line from a point on the St. 
Louis River opposite Fond du Lac, Minn., to the town 
of Walbridge, Douglas County, where it will connect 
with the Northern Pacific. The length of the road in 
Wisconsin will be three miles. The capital stock is 
$50,000, and the incorporators are Charles H. Cl e, N. 
Stephenson, John D. Stryker and A. C. Otis, of Duluth, 
and Horace H. Walmsley, of Eau Claire, Wis. 


Savannah, Americus & Montgomery.—The second 
ete wre survey for the Montgomery survey has 

een finished from Huntsboro to Montgomery, Ala. The 
locating survey has béen made to Huntsboro, and grad- 
ing is progressing rapidly between that point and the 
Chattahoochie River, having already been finished on 
the east side of the river from Louvale, the western 
terminus of the road. On about 10 miles of the distance 
between the Chattahoochie River and Huntsboro the 
grading has been completed. One party of engineers is 
ontgomery, and 

ounds, and another corps is sur- 
untsboro on the location of the ex- 


for the station and 
veying west from 
tension. 


South Bound.—The engineers are now ongrgne on the 
preliminary survey between Columbia an lackville, 
S.C. This survey will will be finished in a few days. 
Two preliminary lines have been run_ to Columbia and 
one to Barnwell. One hundred tons of rails recently re- 
ceived will be shipped to the graded portion of the right 
of way this week,and tracklaying commenced at the 
crossing of the Central of Georgia. The two locomotives 
to be used in the work of construction are expected to 
a this week, and the cars for that service will arrive 
on Oct. 1. 


nn py Valley.—The company has been _incor- 
perated in Washington to build a road from Baker City 
to ae Valley, Baker county, Or. The principal 
office will be at Baker City. The capital stock is $50,000, 
and the incorporators, John Stoddard, C. W. Nibley, 
David Eccles, T. D. Dee and J. C. West. 


Wadena & Park Rapids.—Contracts have been let 
for the grading of this road: the 15 miles north of 
Wadena, Minn., to Vokelburg & Co., of Minneapolis, 
and the 20 miles south from Park Rapids, the northern 
terminus of the road, to David Swank, of St. Paul. 
About 2,000 men will be employed, and the track is to be 
laid this fall. 


Weatherford, Mineral Wells & Northwestern,— 
The grading has been nearly finished from Weatherford 
northwest about 15 miles to the coal mines owned by the 
company. All the grading on this section will be ready 
for tracklaying in two weeks. Thecompany is putting 
down cross ties and will commence laying track the lat- 
ter part of this week. Most of the material for this 
work has arrived at Weatherford. The road will be 
ready for operation to the coal mines by Oct. 15, and 
perhaps also to Mineral Wells about the same date. The 
company will not build into Weatherford at once, but 
will enter the town over the tracks of the Texas & 
Pacific from its connection with that line 244 miles west 
of the city. 


West Virginia Central.—The reorganization of this 
company, which has been in oye or some time, has 
been completed this year, and its new President, Alex- 
ander Boudrou, 1727 North Tenth street, Philadelphia, 
is negotiating for the capital needed to complete the 
work. He states that he has an offer of the amount of 
money required, and wishes to find a chief engineer 
with proper qualifications. This line was surveyed and 
some work done in 1874 on a route from Ceredo, Wayne 
County, West Va., through Charleston, West Va., and 
Harrisburg, Va., to Acquia Creek, about 250 miles. Nearly 
the entire route is through a valuable coal and mineral 
land, much of which is undeveloped. This company 
should not be confused with the West Virginia Central 
& Pittsburgh, from Cumberland to Elkins, which is 
commonly known as the West Virginia Central. ; 





Wheeling & Lake Erie.—The completion of the ex- 
tensions now under construction will be accomplished 
during the year—that to Steubenville, O., by Oct. 10, 
Wheeling about Nov. 15, and Bellaire, where a connec- 
tion will be made with the Baltimore & Ohio, by Dec. 
15. The terminals at Lake Erie are being placed in con- 
dition to handle the increased quantities of ore which 
the company is assured of transporting as soon as its 
Steubenville extension is opened. 


Winona & Southwestern.—A telegraph line has 
been completed along this road from Winona to Utica. 
Contracts have been let for building brick and stone 
stations at Utica and St. Charles, Minn., the latter cost- 
ing $25,000. The tracklayers have reached Dover, 11 
miles from Utica. 


Wisconsin Midland.—Miller & Loomis, of Chicago, 
who have the contract for the work now in progress on 
this road near Fond du Lac, Wis., have completed about 
three miles of grading. Their contract is for 75 miles. 


York & Black Mount.—A charter was granted in 
Pennsylvania last week to the company to build a road 
two miles in length from or near the southern limits of 
the city of York to the top of what is commonly known 
as Webb’s Hill. The capital is $50,000. 





GENERAL RAILROAD NEWS. 


Chicago, Milwaukee & St. Paul.—At the annual 
meeting of the road in Milwaukee, Sept. 21, the stock- 
holders voted unanimously to purchase the Milwaukee 
& Northern road, and will take possession Oct. 1. The 
road has been doing a prosperous business the last year 
and has increased its freight business nearly 35 per cent. 
in the last six months. The earnings for the 

ear ending June 30 were $1,426,941, against 

1,131,442 for 1889; a net increase of $295,499. 
It extends through a good mining and _ timber 
country, and its acquisition is regarded of 
great value. The official announcement was made as 
follows: “‘The stockholders unanimously voted to author- 
ize the purchase of the stock of the Milwaukee & North- 
ern and its yy sen d lines, embracing 362 miles, the 
7 to be paid being one share of Chicago, Milw ukee 

St. Paul common stock for one share of Milwaukee & 
Northern stock, the property being subject to a mort- 
gare of $17,000 per mile of six per cent. bonds. The 
ssue of 61,533 shares of common stock to pay fora like 
number of shares of stock of the Milwaukee & Northern 
and its proprietary lines, was authorized.” 


Cincinnati, Saginaw & Mackinaw.—We are in- 
formed that no sale of this property to the Grand 
Trunk has been made as has been generally reported. 
These reports originated from a tour of inspection made 
recently by Sir Henry Tyler and Sir Joseph Hickson, the 
object of which was to learn the road’s resources and 
amount of business it was furnishing the Grand Trunk, 
and also to investigate the traffic possibilities of the 
Saginaw Valley. There is small likelihood of any sale 
being consummated. 


Cleveland, Cincinnati, Chicago & St. Louis.—At 
the annual meeting of the stockholders in Cincinnati on 
Oct. 29, several important propositions will be voted on. 
Among these is the proposal that the Columbus, Spring- 
field & Cincinnati be acquired by uichase or by lease, 
and for this purpose consent will be asked to the issue 
of $500,000 more stock at par, and to the issue of $1,000,- 
000 of four per cent. bonds covering the property to be 
acquired. The purchase or lease of the Cincinnati, San- 
dusky & Cleveland road and the issue for that purpose 
of $3,212,680 new stock will also be considered. 


Fitchburg.—The directors have published the follow- 
ing report for the nine months ending June 30: Earnings 
from all sources, $4,601,058; operating expenses, $3,236,- 
976; leaving a net income of $1,314,082. In this period 
4,605 tons of 76 lb. rails were laid and 191,435 ties were 
used in repairs. Twelve new locomotives were added 
to the equipment. The car shops at Fitchburg have 
been completed at acost of $210,121. A new round- 
house, with accommodations for 40 locoraotives, is being 
erected at Charlestown. 


Illinois Central.—The fiscal year wis changed in 1889 
from Dec. 30 to June 30, and the report just issued is the 
first fullreport for that year. The gross earnings were 
$16,452,022 on 2,875 miles of road. This sum includes the 

ross earnings of the Dubuque & Sioux City road, 

1,909,924, and also of the Cedar Falls & Minnesota, $94,- 
092. The gross earnings in 1889 were $14,655,617 on 
2,714 miles of road. The increase, $1,796,405, is 10.9 per 
cent. The net earnings of the road, exclusive of the 
lines operated by and for the Dubuque & Sioux City, for 
1889 were $4,882,901, and for the preceding year, $4,831,140. 
That the large increase in gross revenue has not been 
followed by an equal increase in net earnings is due (1) 
to the expenditure for maintenance of way and struct - 
ures of $2,110,777, an increase of $651,870 over the amount 
spent for that purpose during the previous year. A large 
portion of this was due to the laying of 24,000 tons of 
steel rails, of which 20,000 tons were of the new 75 Ib. 
standard. The average amount of steel rails charged 
maintenance of way during each of the last ten to 

ears has been 7,988 tons. (2) To the floods in the lower 

ississippi Valley, which submerged 20 miles of the track 
near New Orleans for 72 days. During the overflow pas- 
senger and freight trains were sent over other lines via 
Meridian, Miss., to Jackson, Miss.. a local service | 
at the same time maintained on that portion of the roa 
south of Jackson which was not affected. Apart 
from the loss of business and claims for damages 
by reason of detention, there was paid to other 
companies for transportation of freight and_ pas- 
sengers, $143,857. (3) To the loss from the strike on 
the lines in Illinois, which occurred when the fruit and 
perishable merchandise traffic was at its height. Dur- 
ing the year there have been sold Lilinois Central four 
per cent. gold bonds of 1952 to the amount of $1,734,000. 
Of these bonds there remain unsold $3,255,000, of which 
there have been set apart for surplus dividend fund 
$211,000, and to the insurance fund $109,000. The case 
against the Cedar Falls & Minnesota has been heard by 
the Circuit Court of the United States, but no decision 
has as yet been handed down. The sum thus far paid 
into courts amounts, without interest, to $319,818. For ad- 
vances heretofore made by the company to the Dubuque 
& Sioux City there have been received during the 
past year $211,000 of the five cent. bonds of 
that company, part of an issue of $3,000,000 secured 
by a mortgage on the original 143 miles of that road. The 
mortgage provides for the redemption of all the out- 
standing seven per cent. bonds of that company at their 
maturity, July 1, 1894, after which date the five per cent. 
bonds will be the first lien upon the railroad. Of these, 
$1,295,000 have been issued, and are now in the treasury 
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of the Illinois Central, and the interest on them is Pittsburgh, Cincinnati, Chicago & St. Louis.— 
earned and paid regulariy. If the stockholders au-| The directors of the company completed the arrange- 


thorize the increase of the capital stock from $40,000,000, ments for the transfer o 


the four roads which have 


to $45,000,000, the funds so obtained will be used in| been merged under this name, and other matters relat- 


building passenger stations and in enlarging and 
rearranging the yards at Chicago, New Orleans, 
Memphis and other points, extending the second 
track, expeditirg the ballasting, reducing grades, 
the purchase of additional equipment in rais- 
ing the track near New Orleans, and other bet- 
terments to permanent way. The directors believe 
that competition among Western railroads, which has 
heretofore been almost entirely on the line of a reduc- 
tion of rates, is coming to be, as in Great Britain and 
the Eastern States, one of adequacy and frequency of 
service. During the past year the company was obliged to 
pay several thousand dollars for the rent of locomotives 
yorrowed from another railway, and as mileage for the 
use of freight cars cf other companies upon this road 
there was paid $137,771 in excess of the sum received 
from other companies for their use of Illinois Central 
cars. It is estimated that the rates of mileage are 
equivalent to an interest of about 10 ed cent. upon the 
cost of freight cars. With a supply of cars sufficient to 
allow them to be used freely on other railroads, a sum 
far in excess of 10 per cent. upon their cost would have 
been received in traffic over the road in conse- 
os of the business brought from foreign roads in 
such cars. 


Missouri, Kansas & Texas.—In the District Court 
at Austin, Tex., last Saturday, the case of the State vs. 
this Company for forfeiture of its charter was, 
on motion of the 
— States Court, the State Court having no juris- 
diction. 


Montreal, Portland & Boston.—The suit of this 
railroad to recover possession of its road from the 
Canadian Pacific was begun in the Superior Court at 
Montreal last week. Plaintiffs claim that the arrange- 
ment by which the Canadian Pacific obtained possession 
of the road was illegal. American bondholders, who 
are said to bold $500,000 of the bonds, are pressing the 
suit. Mr. Van Horne was examined in the case, and on 
being asked whether the Canadian Pacific controls the 
Montreal, Portland & Boston and Southeastern roads, 
said that it does not directly control the roads—that it 
is operating them for the trustees. The trustees, how- 
ever, represent an interest in which the Canadian Pacific 
oredominates. The suit represents $1,800,000. Mr. Van 
Ierne admitted that the Canadian Pacific held a 
majority of the bonds of the Southeastern Railroad to 
the extent of $1,300,000 and $100,000 of the Montreal, 
Portland & Boston. 


New York, New Haven & Hartford.—The report 
to the Massachusetts Raiiroad Commissioners for the 
year ending June 30, 1890, gives the gross earnings as 
$10,749,167; operating expenses, $7,379,774; income from 
operations, $3,369,393. Total income, $3,588,414. Total 
deduction from income, $1,685,394; net income, $1,903,- 
019, less 10 per cent. dividend of $1,705,000; surplus of 
year, $198,019. Total surplus June 30, 1890, $3,706,527. 
‘Total passengers carried were 13,148,140; average rate per 
passenger per mile, 1.66 cents. Number of tons of freight 
carried, 3,563,873; average rate per ton per mile, 1.26 
cents. Passenger earnings per mile of rvuad, $10,624; 
freight, $8,844. Miles of road operated, 508. Number of 
passengers injured, 30; number of employés killed, 24; 
number of employés injured, 311; other people killed, 86: 
injured, 297. 

The report of the Directors says that 25 miles of sec- 
ond track upon the Shore Line Division between Madi- 
son and Lyme, Conn., have been completed. The work 
is still in progress between East Lyme and New Lon- 
don, seven miles, and between Madison and Leete’s 
or seven miles, but neither section will be com- 
pleted before Jan. 1._ This will leave the single track 
only between Leete’s Landing and Fair Haven. East 
of South Norwalk, upon the New York Division, work 
has continued upon the four tracks. All grade 
crossings are to be eliminated, and it is hoped 
that on Jan. 1 not one will remain between South Nor- 
walk and the west line of Bridgeport. In the latter city 
a large expenditure will be necessary. The company owns 
a complete right of way through Bridgeport, but there 
are 28 grade a and a suitable passenger station 
must be provided. Plans are being prepared to meet 
these wants. Agreements have been entered into with 
the New York Central (lessee of the Harlem) Railroad to 
change the method of connection near Woodlawn so as 
todo away with the crossing of either track by the 
trains of either road, and a considerable expenditure 
will be made for this purpose during the current year. 
There remain within the limits of New Haven 20 grade 
crossings upon the Northampton and Shore Line 
Divisions, all of which should be eliminated. 
During the nine months ending June 30, " 
as compared with the same nine months of the preced- 
ing year the gross income of the company’s property 
has increased $592,275 as follows: Passenger receipts, 
$176,902 ; freight — $378,428 ; miscellaneous, $36,- 
935, Commenting on thisincrease the report says: ‘* At 
the low rate at which traffic is now moved, these con- 
tinually increasing earnings represent an enormous 
volume of business, and under necessary continued ex- 
penditures for motive power, rolling stock and floating 
equipments. The company is now constructing under 
contract 50 passenger coaches, 10 standard locomotives, 
3 tug boats and 4 car floats.” During the nine months 
ending June 30 last the total income of the road was 
$8,019 010; total operating expenses $5,333,252, and the 
net earnings applicable to dividends $1,391,630. 


Northern Pacific.—The company having acquired 
the Spokane division of the Seattle, Lake Shore & East- 
ern, that line will hereafter be operated as the Spokane 
branch of the Idaho division, under the jurisdiction of 
the officers of the Northern Pacific. 


Pennsylvania.—The following is the statement of 
the business of all lines of the company: All lines east 
of Pittsburgh and Erie for August, 1890, as compared 
with the same month in 1889, show a decrease in gross 
earnings of $63,109; an increase in expenses of 277339 : 
a decrease in net earnings of $340,448. The eight months 
of 1890, as compared with the same period of 1889, show 
an increase in grose earnings of $4,023,958; an increase 
in expenses of $4,298,818; a decrease in net earnings of 
$274,860. All lines west of Vittsburgh and Erie for 
August, 1890, as compared with the same month in 1889, 
show an increase in gross earnings of $241,925; an in- 
crease in expenses of $264,743; a decrease in net earnings 
of $22,818. The eight months of 1890, as compared with 
the same Pees of 1889, show an increase in gross earn- 
ings of $3,570,083; an increase in expenses of $2,490,310; 
an increase in net earnings of $1,079,773, 


defendant, transferred to the 


ing to the organization of the company at a meeting in 
Philadelphia last week. The transfer will probably be 
made on Oct. 1, and after that date the operation of the 
lines will be by the consolidated company. The Pitts- 
burgh, Cincinnati & St. Louis; the Chicago, St. Louis & 
Pittsburgh; the Jeffersonville, Madison & indianapolis, 
and the Cincinnati & Richmond companies are included 
in the merger. The designation Pennsylvania Lines 
west of Pittsburgh will probably be used by the com- 
pany in referring to the lines, and this name will appear 
on letter heads and the property of the company, in- 
stead of the official title. 


St. Paul & Duluth.—The statement for the year to 
June 30, gives the following figures: Gross earnings, 
$1,410,527, an increase of $3,661; operating expenses and 
taxes, $1,017,459; decrease, $34,934; net earnings. $393,- 
068; increase, $38,595; other income, decrease, $47,707; 
total, $393,068; decrease, $9,112; fixed charges, $232,000; 
increase, $13,190; surplus, $161,066; decrease, $22,302. 

This company will soon commence the erection of a 
freight house 60 ft. long at Duluth. A new passenger 
station will also be built at the.corner of Grand and 
Argyle avenues, at Duluth.—The terminals of this road 
will soon be materially changed, on account of the large 
increase in business.—The Duluth & Winnipeg has ceased 
running trains over the St. Paul & Duluth tracks from 
Cloquet to Duluth, owing to a disagreement about 
terms. 


Salisbury & Harvey.—The dispute as to the owrer- 
ship of this railroad was settled last week in the Equity 
Court, St. Johns, N. B. Two parties claim to have pur- 
chased the line from English bondholders. The decision 
was in favor of the National Improvement Company 
of New York, who are to pay over $2,000 to the other 
party to reimburse them for expenses. 


Shenandoah Valley.—It is announced by the Pur- 
chasing Committee for the reorganization of this com- 
nr that the plan of agreement dated Aug. 5, 1890, has 
been agreed to by the holders of more than 90 per cent. 
of first mortgage bonds and more than 80 per cent. of 
general mortgage bonds. The time in which security 
holders may become parties to the plan has expired. 


Toledo, Peoria & Western.—It will be gratifying to 
those who recall the accident at Chatsworth, Ill., and 
the terrible loss sustained by this company in conse- 
quence, to know that its condition and prospects are 
much improved. By careful management President 
Leonard has passed the financial crisis which then 
threatened, and though there has been no rush of busi- 
ness the volume of traffic has so increased as to give the 
orang me affairs a brighter outlook. The equipment 
has been improved and added to, the bridges are being 
rebuilt as rapidly as possible, and the wooden culverts, 
the direct cause of the Chatsworth wreck, are being re- 
placed with stone. During the year ending June 30, 73 
wooden bridges and trestles, aggregating 2,772 lineal 
feet, were rebuilt in stone. 


Union Pacific.—The following statement is a sum- 
mary of the earnings and expenses of this system for 
July: 

OREGON SHORT LINE & UTAH NORTHERN. 














Month of July : 1890. 1889. Inc. or dec. 
NEY Svicica tesa cp eeces 1,399 1,396 x, 3 
ee ee $699,268 $650,464 I. $48,804 
ee cee 390,337 320,691 i. 69,645 

Net earnings... ........ $308,931 $329,773 D. $20,841 

Jan 1 to July 31: 

Se $4,222,828 $3,509,201 I. $713,627 

Expenses... 2,783,914 1,974,977 jf 808,937 

Net earnings..... ..... $1,438,914 $1,534,224 D. $95,316 
OREGON RAILWAY & NAVIGATION CO. 

Month of July. 

Mileage....... . re 1,029 875 L 5 
CR kr ecedea'sieawa’ $491,549 $404,824 A $59,725 
BEINN, . vccestinconseses 376,136 259,647 I, 76,489 

Net earnings....... . $128,413 $145,177 D. $16,764 

January 1to July 31. 
cic dnahuecnmat-s $2,330,914 $? 371.932 D. $41,018 
NCS cGh 4 en wakeenc.6 2,131,311 1,627,286 I. 54,025 

Net earnings........... $199,603 744,646 D. $545,043 


UNION PACIFIC, DENVER & GULF. 
Month of July. 

















Se eae ail 1,386 1,385 I. 1 

ED 55 aiea tas dines $527,651 $597, 287 I. $170,374 

REED co cccveesinae. a 338,027 283,633 I. 54,394 
Net earnings........... $189,634 $113,654 As $75,980 
January 1 to July 31. 

NEI 5 aa w's,ciacrnseinad $3,166,308 $2,397,913 I. $768,395 

IRS o> caakenak sess 2,207,302 1,921,385 & 285,917 
Net earnings........... $959,006 $176,528 1. $492,178 

TOTAL UNION PACIFIC RAILWAY. 

Month of July. 

NS as sk soak ainek 8,028 7,840 rE. 188 

Earnings. .,.... .........++ $3,949,335 $3,658,392 I. $290,943 

MOD HK cc cicivccsacecs 2,330,768 2,056,501 I. 274,267 
Net earniugs............. $1,618,567 $1,601,891 I. $16,676 

Jan, 1 to July 31. 

DIR ci.eun<cessasurs - $24,665,270 $21,079,300 1.9$3,585,970 

Te 16,995,268 13,648,023 I. 3,347,245 
Net earnings............ $7,670,002 $7,431,277 I $238,725 

TRAFFIC. 


Traffic Notes. 








The increased rates on lumber to Texas points is to go 
into effect Sept. 26. 


Mr. Goddard has refused the chairmanship of the new 
Southwestern Railway & Steamship Association. 


The Western Passenger Association is having trouble 
with the Duluth, South Shore & Atlantic, which is said 
to be cutting rates from St. Paul to New York. 


The Rock Island has decided not to put in force the 
reduced rates on grain and live stock from Missouri 
River points until Oct. 17. At latest accounts it pro- 
poses to give notice of reduction Oct. 7. 


The Evansville & Terre Haute has given notice. of its 
withdrawal from the Indiana Car Service Association, 
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and this has led the Ohio & Mississippi to give a similar 
notice as far as Vincennes is concerned. 

The Philadelphia Car Service Association has com- 
plied with the request recently made by the Commercial 
Exchange that the 48hour free detention limit be 
lengthened for mill feed, hay and straw to four days, 


Attorney-General Stone, of Iowa, upon the request of 
the Railroad Commissioners, has filed papers in ti e Dis- 
trict Court for a suit against the Iowa Central, Rock 
Island, Burlington, St. Paul and other roads to compel 
them to obey the orders of the Board enforcing joint 
rates. 


The Anoka (Minn.) Board of Trade has made com- 
plaint to the Railroad Commissioners of Minnesota 
against the Great Northern and Northern Pacific, charg- 
ing those roads with discrimination against Anoka in 
coal rates from Duluth. A hearing was to have been 
held Sept. 24. 


On the protest of a committee of the Corn and Flour 
Exchange of Baltimore, the Baltimore & Washington 
Car Service Association has agreed to give two addi- 
tional days for hay and straw, making the limit of delay 
six days. On other commodities the fimit was extended 
from 48 hours to four days. 


The Grand Trunk has notified the Toronto Board of 
Trade that the United States Treasury administrative 
act is now in operation, and that for shipments of mer- 
chandise of the value of $50 and over a consular invoice 
will be necessary, and a bill of lading indorsed in favor 
of a customs agent or broker, who will pass the entry at 
frontier port. 


The Committee of Managers to consider the question 
ef speed between Chicago and Western competitive 
points has formulated its report. The committee does 
not recommend reducing the number of trains or any 
material reduction in speed, but suggests an extra fare 
on fast limited trains. The recommendations are to be 
submitted Sept. 29. 


Rates by iake and rail will be advanced by Oct. 1 by 
Northwest roads on grain, flour and mill stuffs from 
Minneapolis to New York, Boston, Philadelphia, Balti- 
more, Albany and Utica. The advance is from 2214 to 
25 cents to New York, 2714 to 30 cents to Boston, 2014 to 


23 cents to Philadelphia, 1914 to 22 cents to Baltimore, 
221¢ to 2414 cents to Albany, and 221, to 23 cents to Utica. 
Syracuse, Erie and Buffalo unchanged. 

At a meeting held in St. Paul, Minn., last week, at- 
tended by representatives of the Northern Pacific, Great 
Northern, St. Paul & Duluth, Duluth & Iron Range, 
Chicago, St. Paul & Omaha, and the Lake Superior Ter- 
minal & Transfer Co. the Lake Superior Car Ser- 
vice Association was formed, to cover the transfer yards 
at Duluth and West Superior. James Kelly, who has 
been given the title of chairman, will have charge of the 
affairs of the organization. 


The Interstate Commerce Commission has held a hear- 
ing in New York on the complaint of the?New York & 
Northern against the New York & New England and 
the Housatonic and the New England Terminal Co. 
The New York & New England has abolished its 
through rate over the New York & Northern, compell 
ing shippers to take the Housatonic route, and they al- 
lege consequent loss and delay. The case will be fur- 
ther heard in Washington at a full meeting of the Com- 
mission. 

The Wheat Movement. 


The grain carrying roads of the Northwest bave com- 
pleted arrangements for the movement of this year’s 
crop, évery car that can be usedifor carrying wheat being 
pressed into service. Joint circulars to shippers have 
been issued, providing for demurrage fees of $3 per day, 
and perfecting an arrangement by which shippers will 
take turns in getting cars. The wheat movement this 
year has heen delayed by unfavorable weather for 
threshing, but the demand for cars will, as usual, be 
greater than the several roads will be able to supply. 
The seven so-called granger roads have made estimates 
of the amount of wheat they will have to move the 
coming crop season, as follows: 









Road Bushels. 
CE OTCET ETE, SOOT CR CTO TEE ee reer 37,€00,000 
Northern Pacific... -17,000.000 
Northwesterr. Fi . 16,000,000 
EN DS DD a re 15,000,000 
DEMOGRONE ETE, TODS, 5:00 0rc0rcecvssdivassescccncanes 8,000,000 
CE htc bb she latadhedebas ana see <eeondabede aided 000,000 
Minneapolis, St. Paul & Sault Ste. Marie............... 3.000,000 


100,000,000 
The Northern Pacific estimate is of wheat east of the 
Missouri River, a still greater amount being moved 
West of that point. It is estimated that Eastern Wash- 
ington will alone furnish 17,000,000 bushels. Averaging 
600 bushels of wheat to a car, there will be required to 
move the Northwestern crop 166,667 cars, or a train 1,136 
miles long. 
East-bound Shipments. 


The shipments of east-bound freight from Chicago by 
all the lines for the week ending Saturday, Sept. 20, 
amounted to 70,658 tons, against 72,520 tons during the 
preceding week, a decrease of 1,862 tons, and against 
52,820 tons during the corresponding week of 1889, an in- 
crease of 17,8388 tons. The proportions carried by each 
road were: 





























W’k to Sept. 20. W’k to Sept. 13 
Tons. | P.c. | Tons. | P.c. 
Michigan Central............... 7,434 10.5 8,857 12.2 
Ns this kcancanntecunsacecs 3,603 5.1 4,007 5.5 
Lake Shore & Michigan South.| 12,065 17.1 | 12,053 16.6 
Pitts., Ft. Wayne & Chicago...| 7,123 | 10.1 8,892 | 12.3 
Chicago, St. Louis & Pitts...... 11,225 | 15.9 8,651 11.9 
Baltimore & Ohio............... 4,161 5.9 4.844 6.7 
Chicago & Grand Trunk........ 9,165 12.9 | 10,642 14.7 
New York, Chic. & St. Louis...| 8,050 11.4 6,695 9.2 
Chicago & Atlantic............. 7,882 | 11.1 7,879 | 10.9 
EF AKi-Gs onde vensecacnanete 70,658 | 100.0 | 72,520 | 100 0 


Of the above shipments 1,556 tons were flour, 25,863 
tons grain, 2,718 tons millstuffs, 7,573 tons cured meats, 
1,991 tons lard, 7,699 tons dressed beef, 1,566 tons butter, 
1,865 tons hides, 509 tons wool, and 8,700 tons lumber. The 
three Vanderbilt lines together carried 38.8 per cent., 
while the two Pennsylvania lines carried 26.0 per cent. 
During the week the lake lines carried 87,597 tons, 
against 67,319 tons during the preceding week. Of the 
pao ay shipments 3,420 tons were flour and 78,356 tons 
grain, 





